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Firesafe buildings @ Private switchtrack @ Spaciouscool rooms ® 22 truck doors . 
Display rooms and offices @ Vacufume insect control plant ® Convenient to business district P 
Lowest insurance rates @ Handy for rail and truck delivery ® Responsible management 
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Today~—Your Storage Problem . 
Ci 
Is Important ’ 
‘ A 
For years our Los Angeles warehouse Today’s conditions make these facilities . 
I 
has had the patronage of scores of ex- more valuable to you than ever before. Q 
acting shippers. They were and are We stand ready to assist you. If we can- . 
thoroughly satisfied with our type of | not warehouse your merchandise on . 
; De 
building. unloading facilities, eleva- our premises we may be able to offer 
: Di 
tors, temperatures and excellent rail- 4 solution. 
road transportation. Your inquiries are always welcome. q 
UNITED STATES BONDED WAREHOUSE NO. 11 mane 
ADEQUATE FACILITIES FOR STORAGE OF BONDED MERCHANDISE P 
a 
U 
OVERLAND TERMINAL WAREHOUSE C0O.]{ * 
Pub 
1807 EAST OLYMPIC BOULEVARD LOS ANGELES SERVED BY THE UNION PACIFIC R. K. 
; ED 
Associated with Hy 
CROOKS TERMINAL WAREHOUSES, Incorporated 
Chicago—433 W. Harrison St. | New York Office—271 Madison Ave. Kansas City—1106 Union Ave. s 


For Additional Detailed Information See TRAFFIC WORLD WAREHOUSE SECTION LISTINGS. 
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from PEORIA 


FAST TRUNK LINES TO ALL PARTS 
OF THE COUNTRY 


A new plant for your company at Peoria will be in 
good company—leaders in a dozen lines of indus- 


try are already located here. 


Because an industry at Peoria has direct rail service 
—via P. & P. U. Ry. and fourteen trunk line rail- 
roads—to the East, Southeast, South, North, 
Central, and West, Northwest and Southwest 
sections of the country (check the lines listed 
below) it is close to sources of materials and 
supplies and to the principal markets of the 


country. 


The advantages Peoria’s industries enjoy are also 
available to you—1. Excellent transportation to 
all the nation. 2. Centrally located to resources 
and markets. 3. Ample fuel supply. 4. Plentiful 
water and power supply. 5. Favorable taxes. 


6. Pleasant environment and living conditions. 


For details on any of the above factors or others 
peculiar to your own industry, write to E. F. Stock, 
Traffic Manager. 


ILLUSTRATIONS: (From top to bottom) P. & P.U.70 class locomotive; 
P. & P. U. Diesel-electric switcher at Caterpillar Tractor Company; 
Part of Hiram Walker Distillery and Farmers Grain Elevator; Com- 
mercial Solvents Corp. and tracks in vicinity. 


PEORIA AND PEKIN 


UNION RAILWAY COMPANY 


Union Station—Peoria, Illinois 


SWITCHING SERVICE BETWEEN: Peoria & Pekin Union Ry.; Chicago, Rock Island & Pacift 

Ry.; Chicago & North Western Ry.; Chicago & Illinois Midland; Illinois Terminal Railrooé 

Co.; Inland Waterways Corp.; Minneapolis & St. Louis R. R.; Alton Railroad; Atchiso" 

Topeka & Santa Fe Ry.; Illinois Central R. R.; Pennsylvania Railroad; Peoria Termis#! 

R. R.; Chicago, Burlington & Quincy Railroad; New York, Chicago & St. Louis Rallroeé: 

Cleveland, Cincinnati, Chicago & “oo vi a & Eastern); Toledo, Peorle é 
estern R. R. 
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The Wage Board Report 


It seems to us that the report of the President’s 

emergency board in the railroad wage case, while, 
perhaps, not entirely sound in every respect, is, gener- 
ally speaking, reasonable and satisfactory in the light 
of all conditions—among those conditions being the 
rising cost of living, the increased revenue of the car- 
riers due to “emergency” traffic, and the current rise 
in wage scales in other industries. Whatever the rail- 
roads may say, we have no hesitancy in expressing the 
opinion that, if the men had offered in the first place 
to take what the emergency board now recommends 
they should have, there would have been no dispute, 
no long-drawn out negotiations, no Mediation Board 
and no Emergency Board. The railroads had no hope 
of escaping an increase in wages, at least for the period 
of increased traffic and revenue. Of course, they have 
accepted the verdict of the emergency board. The men 
may not be so well satisfied, but they ought to be, for 
the recommendations are fair from their point of view, 
as well as from that of management. 

The railroads would have accepted the report if it 
had been a good deal worse for them than it is. Their 
employes, of course, know this and so may refuse to 
adopt the recommendations of the board and go on 
with their strike, relying on the timidity of man- 


agement. Such a course, however, would not have 
public support and, certainly, since the recommenda- 
tions of his own board were being disregarded, Presi- 
dent Roosevelt himself might be expected to side 
against the men—if ever he could be expected to take 
sides against “labor.” In the preliminary fencing, each 
side pretended to be horrified at what the board sug- 
gests. This was partly for public consumption and 
partly for its effect on the other side; if the men think 
management deems itself grossly injured by the recom- 
mendations, they are the more likely to yield, and if 
the men are terribly dissatisfied, management will be 
the more likely to give them more than the board sug- 
gests—so it is figured by those who, whether they know 
it or not, are psychologists. 

The report, we are glad to see, recognizes the prin- 
ciple of increasing the ‘pay of the men in the lower 
brackets, who have been notoriously underpaid, in 
greater proportion than for the men in the higher 
brackets. Whether what it has done in this respect is 
enough or too much is, of course, a matter for argu- 
ment, but we think there can be little quarrel with the 
principle. 

The recommendation for vacations with pay for 
certain classes of employes is, we think, for reasons we 





OUR PLATFORM™M 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
Principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 


way of group operating economies to help themselves and co- 
operation by shippers in such economies. 

Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. ; 


(THE SHORT HAUL) 


Every effort by railroads not only to expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

A firm attitude on the part of the railroads against the 
exorbitant demands of labor for wage increases, but a scien- 
tific treatment of the matter, nevertheless, by granting in- 
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creases, where they are justified, provided labor will consent 
to fair revision of working rules. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress to make recom- 
mendations for legislation. 


Kill the St. Lawrence waterway proposal. 
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have heretofore explained at length, a mistake. Labor 
paid liberally for overtime as well as for much work 
not done at all is in no position to ask or expect such 
favors. However, management raised no objection. It 
raised none on principle at the hearings; it objected only 
on grounds of expediency at this time and the extra 
expense involved. 

We think the suggestion of the board that the 
railroads may recoup by rate increases some of the 
cost of the recommended wage increases, is gratuitous, 
to say the least. Doubtless, the railroads, without any 
such suggestion, will consider that angle and will ask 
for rate increases if they think the situation justifies 
them or if they think they can “get by” with such a 
move. But we venture to point out that the situation 
does not justify rate increases. The wage increases 
proposed will probably not amount to more in dollars 
than the additional net revenue the railroads will earn 
by reason of the “emergency traffic,” which additional 
revenue is, in part, the reason for the wage increases 
recommended. Therefore, they do not need rate in- 
creases any more now than they would have needed 
them if there had been no war emergency and their 
business had remained at its old level. Perhaps it 
may be said that they would have needed them under 
such conditions and that, therefore, they need them 
now. With that we have no quarrel at present. We 
only say that the additional costs imposed on them 
by following the recommendations of the emergency 
board furnish no additional reason for rate increases 
—though, perhaps, now, when everybody else is “get- 
ting his” and paying more for everything, would be a 
good time for them to ask for more. 

The search of the board for a means of enabling 
the railroads to meet the cost of the wage increases 
recommended, as exemplified by its suggestions of sub- 
sidy or rate increases, makes it seem all the more un- 
fortunate that rules and working conditions were not 
involved in this hearing and report, the operating rules, 
by the wish of the railroads themselves, being left en- 
tirely out of the negotiations and board consideration, 
and the question of non-operating rules, at the suggestion 
of the railroads, being ‘ducked’ by the board. Even at 
that, however, giving the railroads full blame for a tac- 
tical error in eliminating such a good bargaining point, it 
would seem to us that the board, inasmuch as it went 
so far afield anyhow to suggest sources of help for the 
railroads in meeting the expense it would put on them, 
might at least have suggested that, perhaps, if work- 
ing rules were properly revised, something over a 
hundred million dollars a year might be saved to them. 

Whatever comes of the recent negotiations and 
the recommendations of the board, we hope this mat- 
ter of rules and working conditions will be pushed to 
the utmost by those who should be interested, includ- 
ing those who will have to pay the freight if rate 
increases are decided on as a remedy. 
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Waterway Bunk 


Nowhere, perhaps, is there more “bunk” to be 

encountered than in the actions and outgivings of 
waterway advocates. 

Next week we shall have, in Miami, Florida, a 
meeting of the National Rivers and Harbors Congress, 
requested by the President of the United States and 
the Secretary of War and pledged by its chairman, 
Congressman Dewey Short, to restrict its program of 
waterway development to the needs of “national de- 
fense.”” But none of these means what he says and 
neither will the Rivers and Harbors Congress when it 
meets and takes: action. 

On its program for favorable action are several 
waterway projects no more needed for national defense 
than others that are to be ignored—which means that 
they are not needed at all. In fact, they would be posi- 
tively damaging to the defense program for the reason 
that they would, in the course of their construction, 
take out of defense production so many men and so 
much material, to say nothing of the waste of millions 
of money. But when did money consideration or logic 
and honesty deter President Roosevelt from any favored 
course of action? 

The St. Lawrence Canal is one of the projects 
slated for recommendation by the Rivers and Harbors 
Congress. It is Roosevelt’s darling. Having failed by 
every other means to put it across, he now talks about 
its necessity in the “national defense’ program and 
all the crackpots in his administration join him in his 
propaganda. Far be it from the Rivers and Harbors 
Congress to pick any flaw in this reasoning. It is glad 
of any excuse to advocate any waterway project. It 
may stick to the administration program, but that pro- 
gram gives it sufficient room for expansion of its ideas 
even under “national defense restrictions.” Can any- 
body tell us, for instance, what defense need would be 
provided for by the Snake River project? 

And the waterway advocates even fall out among 
themselves. For instance, the Mississippi Valley Asso- 
ciation, at its meeting last week, advocated develop- 
ment of waterways in the Mississippi Valley as essen- 
tial to national defense, but went on record against the 
St. Lawrence Canal because it would seriously handicap 
the national defense effort. Of course, the association 
is sectional in its desires. It would favor the St. 
Lawrence Canal if it were in the Mississippi Valley but, 
though it is as essential to national defense as some 
of the projects favored by the association—which is 
not at all—the association is not interested anywhere 
else and it wants the money spent where it will get 
the most good. Its objections to the St. Lawrence 
Canal are “bunk” just as much as are the arguments 
in favor of it and in favor of the waterway development 
that the association approves. 

“National defense” will have a lot of things t0 
answer for besides acts of war that are pure aggression 
and not defense at all. 
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Being dubious about the ability, re- 
gardless of willingness, of the about-to- 
be-initiated low salary or wage income 
tax payers to arrange their affairs, so 
the money will be forthcoming at the 
proper time, Treasury Secretary Mor- 
genthau is represented as working hard 
on rules providing for the use of the 
—— system in connection there- 
with. 

John L. Lewis, for a long time has used that system in get- 
ting dues for his union from, Pegleresquely speaking, his en- 
slaved coal miners. The union gets its dues from the mine 
operator. The miner is not trusted to hand over dues. Were 
he so trusted, there is a suspicion that Lewis would not long 
be able to have an office and a large salary. So he gets “his” 
before his ‘“‘brother” can collect from the employer. 

And that, in baldness, is believed to be the Morgenthau 
plan. Get it from the men and women who soon will be asked 
to pay income taxes for the first time in their lives, before 
somebody else gets it. That is not because the new income tax 
payer is dishonest, but simply because most of his class is 
not accustomed to apportioning money to meet future obliga- 
tions. But the employer is used to doing that. So get the 
money from him seems to be the Morgenthau idea which is 
used in the administration of the social security scheme. 


Income Tax Pay- 
ments on the 
Check-Off Basis 





Herbert Hoover, in the 
installment of his memoirs 
that has been published, 
may have performed a pub- 
lic service so far as that 
kicked about and battered 
figure of speech—‘“‘freedom 
of the seas’”—is concerned. 
; If so, it is because he has 
brought into high relief the more than a century old fact 
that there has never been acceptance by any British adminis- 
tration of the textbook or American idea of freedom of the 
seas. 

Bringing that fact into such high relief may reduce the 
chorus about the Allies and the United States “fighting for 
the freedom of the seas.” Freedom of the seas is anathema 
to Britain. It will probably be to the United States when it 
becomes the mistress of the seas as she was or certainly would 
have become had not Warren Harding committed the greatest 
blunder ever known, as big navy men view the matter, when 
he sank the battle ships in 1922. 

America’s first formal venture into the sublimation of 
European politics—war—the war of 1812, had freedom of the 
seas as one of its objects. Then America got in on the side 
of the French, as typified by Napoleon, by declaring war on 
Great Britain. The United States made peace in the treaty of 
Ghent without the subject being mentioned. According to some, 
the Federalist party ruined itself by advocating the taking of 
sides then with Britain. This country created a “diversion” in 
the Corsican’s behalf by declaring war June 18, 1812, just 
four days before Napoleon started for Moscow. Unless and 
until someone makes a minute study of that matter, the 
proximity of those dates must be treated as one of remarkable 
coincidence. 

Napoleon retreated from Moscow, according to the popular 
hotion, because of snow, rain, ice, and the patriotic burning of 
Moscow by the Russians. But recently Col. Robert Patterson 
called attention to a fact that might indicate that the popular 
hotion was just that and nothing more substantial—no more 
Substantial, in fact, than the popular idea that Britain is now 
pr iens with President Roosevelt for freedom of the seas. 

olone] Patterson called attention to the fact that, along about 
nay 28 1812, Russia and Turkey made peace, whereby a big 
USSlan army was released from duty in Bessarabia and started 
north, unfortunately for Napoleon and to the discomfiture 
probably, of the Jeffersonian party in this country. By merely 
marching northward that Russian force cut Napoleon’s bread 


og brome him to live in the scorched earth region of Moscow, 
reat. 


America and England Have 
Never Been of One Mind 
About Sea Freedom 
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Herbert Hoover emphasized the fact that Britain had never 

agreed with the United States about freedom of the seas by 
calling attention to the fact that the Allies, one of which was 
Britain, before the Wilson fourteen points (with appendixes) 
were accepted as a foundation for treating with the Germans 
in 1918, rejected the second point. That was freedom of the 
seas. How many of the fourteen points, which were the founda- 
tion on which the Germans had demanded an armistice, were 
incorporated in the treaty of Versailles is something for his- 
torians to debate, but the freedom of the seas point was out 
of the window before there were any negotiations. 

As some Americans view the matter this country aban- 
doned its historic freedom of the seas stand in the Civil War 
when the United States navy stopped ships carrying to Mexican 
ports what would have been good stuff for the Confederate 
armies, by their mere transfer across the Rio Grande. The 
so-called doctrine of “ultimate destination” was applied. There- 
by, the United States refused to observe the rule of freedom 
of the seas, which requires a belligerent to have ships on 
blockade duty, three miles off shore, to prevent the entry of 
“neutral ships into a blockaded port. United States cruisers 
stopped such ships far out on the high seas. There were 
then no such things as “‘navicerts” issued by the United States. 
There are such now and if an American ship has one, the 
British cruiser will merely hold her up, examine that paper, 
and not examine her cargo to ascertain that it contains nothing 
for the enemy. 





Napoleon—or perhaps it was some 
other man—said one could not make 
an omelette without breaking eggs. He 
did not know the Congress of the 
United States. It has indicated a deter- 
mination to construct an omelette, 
called price control or fixing without 
cracking either of the real eggs—wages 
or agricultural products. The House 
banking and currency committee is the builder. 

The things the prices of which are to be fixed, under the 
b'll reported by the committee, are not really eggs. They are 
really products of the eggs that are not to be touched. Exclusion 
of wages and the cost of ‘the raw materials produced on the 
farm would make the legislation not even a good counterfeit. 
At least these are the thoughts of men in Washington who 
have been giving attention to the matter but are not playing 
politics. 

Both parties are playing politics. Roosevelt would forget 
many of his other troubles if the Republican leadership would 
make a determined fight for the fixing of all prices that are 
factors in making up the cost of living. Then he would, it is 
thought, believe he had had bestowed on him control of public 
affairs for years to come. Of course, the idea of including 
farm prices has been touted—after they have reached levels 
meaning nearly 22 cents for cotton and 9 cents for sugar. 
But that, it might be suggested, would be bosh—something like 
$1.10 a pound for pork chops. 


Making an 
Omelette Without 
Breaking Eggs 





“We are entitled to findings 
by the Commission, properly 
made and predicated on adequate 
evidence,” said the three-judge 
court at Camden, N. J., in the 
Swedesboro Transportation Com- 
pany case (elsewhere in this 
issue). 

After a few more knuckle 
cracks of that sort from the courts, the Commission may come 
to a realization that the reports it is putting out, in many in- 
stances, are odorous. That is particularly true of reports in 
motor carrier cases. It is too recent for the Commission to 
have read the almost ideal report put out by the Maritime 
Commission (see Traffic World, Nov. 1, p. 1129). Not having 
read it the Commission can hardly be expected to have taken 
any steps to eliminate the foul spots. 


When it goes seriously into the matter, it may realize more 
keenly than ever the unwisdom of having set up so nearly a 
Motor Carrier Commission when it decided to have a Bureau of 
Motor Carriers not showing any signs of railroad-mindedness. 
There are examiners on the rail side of the Commission, of 
experience and judgment, who could improve its motor carrier 
work. But, in as much as the Bureau of Motor Carriers, 
according to popular understanding, was organized with hardly 
concealed hostility to the men who had been dealing with rail 
cases, it is doubted if there is reason for expecting the not 
too busy examiners on the rail side of the line in its organiza- 
tion to be assigned to work in the Bureau of Motor Carriers. 

It may take the courts to kill that “‘public-be-d——” atti- 
tude of thought as to “railroad-minded” examiners that some 
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believe has had much too much weight on the motor side of 
the Commission. The older examiners, who now have relatively 
little to do in writing reports, may have their heads filled with 
expressions that are common among the railroad traffic work- 
ers. But a good traffic man, no matter who employs him 
knows, it may be said, that a rate is a rate, that law is law, 
and that experienced examiners in the older section of the 
Commission could do much to avoid the errors the courts feel 
constrained to mention in their decisions in motor cases. 

In the Ray C. Kline case (also in this issue) the court had 
to smack the Commission’s knuckles for what looked like a 
lack of appreciation of the rule of law that the Commission, 
when it desires to use its own material, must put it into evi- 
dence so that it can be tested by the party against whom it is 
used. In that case, the Commission was accused of using 
material from applications for authority to operate which 
necessarily were ex parte of the most clear type and which 
Kline had no opportunity to test by cross examination or 
otherwise, as to the accuracy of statements made by persons 
asking the Commission to do something for them. 


It is exhilarating that really 
no part of the human race has ac- 
cepted the definition of “patriot- 
ism” given by the bitter English 
lexicographer who said it was the 
last refuge of a scoundrel. Other- 
wise, Americans might have doubt 
about some of their servants in 
public office. 

Cleaning of streets, so far as known, has not yet become 
the doing of something for ‘‘national defense.” Dyspeptic per- 
sons have suggested that some things done in the name of na- 
tional defense had an odor of something that was being “put 
over” at a time when the person objecting to the thing proposed 
in the name of national defense was re-christened Quisling, 
if not Hitler. 

But it might be suggested to the Maritime Commission 
that it doesn’t show much respect for great Americans when 
it sticks their names of the ugling ducklings it is building and 
calling the Liberty Fleet; also that John Marshall was not, 
as one of its releases to the press says, “Chief Justice of the 
Supreme Court of the United States.’ The constitutional title 
is Chief Justice of the United States. Another thought is that 
nothing is added to the fame of Francis Scott Key by calling 
a mediocre merchant vessel Francis Scott Key. A like observa- 
tion is not out of way for Roger B. Taney, who was appointed 
Chief Justice when John Marshall died, though the generations 
of the Civil War and later were inclined to heap obloquy on 
his head because of his opinion in the Dred Scott case. Others 
think he stated the law as it was and did not do any legislating. 


Perhaps, however, George Calvert, colonizer of Maryland 
and first Lord Baltimore, will be longer remembered by rea- 
son of a ship being named for him; likewise Oliver Hazard 
Perry, whose dispatch, “we have met the enemy and they are 
ours,” did not waste the time of Gen. William Henry Harrison 
when the latter was anxious for news of what had happened 
on Lake Erie. Imagine adding fame to Zachary Taylor and 
“Mad Anthony” Wayne because ships that handled easily took 
their names.—A. E. H. 


Sometimes Human 
Beings Are Fortunate 
Without Knowing It 


Defense Iron and Steel Rates 


The request for a reduction in transcontinental all-rail 
rates on iron and steel articles by Dr. G. Lloyd Wilson, direc- 
tor of transportation of the Office of Price Administration (see 
Traffic World, Nov. 1, p. 1145), according to an announcement 
of the fact made by that agency was “in the interest of na- 
tional defense and price stability.” 

In making the request Dr. Wilson followed the routine of 
such matters by asking J. G. Stubbs, chairman of the Trans- 
continental Freight Bureau to docket it for consideration by 
the rate bureau. He said he submitted it in behalf of a num- 
ber of government departments including the Office of Pro- 
duction Management, the Maritime Commission, the army, the 
navy and the procurement division of the Treasury. 

Disappearance of ships from the intercoastal traffic via 
the Panama Canal with a resultant increase in the all-rail ton- 
nage is indicated as the immediate reason for this application 
which is a continuance of the move for a reduction that has 
been going on since June. In summarizing his request and in 
setting forth arguments why the railroads should accede to it, 
Dr. Wilson said: 


The rates proposed would be graded downward from $1.15 per 
100 pounds from the Atlantic seaboard to 75 cents per 100 pounds from 
Colorado shipping points to all Pacific coast ports. They would apply 
to minimum carload weights of 80,000 pounds. 

Present rates range from $1.43 per 100 pounds from Atlantic sea- 
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board points to 85 cents per 100 pounds from Colorado with minimum 
carloads weights of 40,000 pounds and 60,000 pounds, depending on 
the product. It was proposed to the railroads that the suggested rates 
and the existing rates be used alternatively, depending upon the mini- 
mum weight of the shipments per car. 

Following table shows present and proposed all-rail rates on iron 
and steel shipments from the key producing points shown to the 
Pacific coast: 

To North and South 
Pacific Coast Destinations 


From Present Proposed 

NR oa Cie anim pawl a waeehe $1.43 $1.15 
EE AE a in sp wn ele ea. ON ones VEE WSS M 1.27 1.10 
EE, Jc cenew ak cssanns sen ax sa ee bon 1.19 1.05 
RM ec oi es wits ewhap he eawnein’ 1.00 
ee ee eT eee ee 1.05 95 
EON nh on os cee OREN Shee be wee .99 .90 
DP Cn, chGs CM ccatuconwanape es neneae .85 75 


Ordinarily shipments of iron and steel to the Pacific coast from 
eastern mills located near Atlantic ports are made via intercoastal 
steamships operating through the Panama Canal. Iron and steel prices 
on the Pacific coast have been developed on the basis of the relative 
low rates charged by the steamship companies. 

Because of the emergency, however, many of the steamships op- 
erating in the intercoastal trade have been placed in foreign service 
and shippers of iron and steel products have been forced to use all- 
rail service almost exclusively. 

The higher all-rail freight charges have increased the cost of trans- 
porting the unusually large quantities of steel now needed for ship- 
building and other defense needs on the Pacific coast and have dis- 
rupted commercial markets for iron and steel products in that area, 

The proposal as submitted will actually enable the railroads to 
increase their minimum car-mile revenues on transcontinental iron and 
steel traffic because of the higher minimum carload weights on which 
the proposed rates would apply. 

For example, a shipment of minimum carload weight of 40,000 
pounds from Baltimore to San Francisco possible under the present 
rates would yield a gross revenue of $572 per car while a minimum 
carload shipment of 80,000 pounds under the proposed rates would yield 
a gross revenue of $920 per car. 

Stated another way, under present rates around 64,300 pounds of 
iron or steel products can be shipped from Baltimore to San Francisco 
at a cost of approximately $920. Under the proposed rates 80,000 
pounds could be shipped for $920, an increase of 15,300 pounds without 
additional transportation cost. 


The proposal was received at the offices of the Transconti- 
nental Freight Bureau in Chicago the morning of November 3. 

The bureau did not handle the proposal in any special way. 
That is to say, it did not set the matter down for immediate 
public hearing. Instead, on November 4, it decided to include 
it in its regular docket of applications under the usual notation 
that requests for hearing must be made in twelve days. It was 
considered certain that such requests would be received, but 
until they were, according to Mr. Stubbs, no hearing date would 
be set. 





OPA TRANSPORT ASSISTANT 

Joseph L. White has been appointed assistant director of 
transportation, Office of Price Administration, G. Lloyd Wil- 
son, director of transportation, has announced. John H. Eisen- 
hart would continue as assistant director of transportation and 
transportation counsel, it was stated. 

Mr. White, who has been transportation consultant of the 
National Resources Planning Board since 1938, has had thirty- 
five years of transportation and commercial experience. He en- 
tered railroad service with the Grand Trunk Pacific Railway in 
1906 and until 1917 filled various positions in the Grand Trunk 
Pacific, Wabash, Chicago, Indianapolis and Louisville, and 
Union Pacific railroads. 

Among other positions held by him, he served with the 
Railroad Administration in the period of federal control, as 
assistant director of the PWA transportation loans division, 
and as co-director of the division of transportation service of 
the federal coordinator of transportation. He has been en- 
gaged in private practice as a transportation consultant. His 
home is in Montclair, N. J. 


R. R. EMPLOYE INJURIES, ETC. 


The Railroad Retirement Board has announced that it has 
begun its investigation of the incidence of injuries and diseases 
incurred by railroad employes as directed by Senate resolution. 
It said it had received a memorandum from the Senate inter- 
state commerce committee emphasizing that Congress should 
be fully informed of the extent to which the burden of railroad 
employe incapacities was falling on the employers, the govern- 
ment, and the employes and their families. The board said that 
the study would deal first of all with three main topics: The 
present cost of industrial accidents to the railroads and railroad 
workers in terms of settlements, judgments, legal fees, court 
costs, hospital expenses, etc.; the estimated cost of a work- 
men’s compensation system, and the comparative advantages 
or disadvantages to injured employes and to the survivors of 
deceased employes under the present system and under one 0 
more possible workmen’s compensation systems. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Rails Lose Oil Truck Rate Fight 


Finding the proposed initial minimum rates on petroleum 
products in bulk, in tank trucks, minimum 3,000 gallons, from 
Billings and Laurel, Mont., and Newcastle and Osage, Wyo., 
to destinations in the Dakotas just and reasonable, the Com- 
mission, by division 3, in I. and S. M-1552, R-B Freight Lines, 
Inc.—minimum rates and charges has vacated the order of sus- 
pension and discontinued the proceeding. The rates were sus- 
pended on protest of the railroads which claimed there was 
no necessity for the service. No objection was made by motor 
competitors, said the report. 

Transportation will not be in ordinary tank trucks. On 
the contrary the vehicle to be used will consist of a low-hung 
tank with facilities over it for the carriage of general commodi- 
ties, so the haul on petroleum products will not result in a 
100 per cent empty return. 


The respondent holds common carrier operating authority 
covering general commodities except liquids in bulk, within 
the Dakotas, Montana and Minnesota over regular routes, says 
the report. It also has contract carrier authority to haul liquid 
petroleum products, in tank trucks from Laurel, Billings, 
Osage and New Castle to destinations in the Dakotas, over 
regular routes in Montana and Wyoming, and over irregular 
routes in North Dakota and South Dakota, with no trans- 
portation for compensation in the reverse direction. 


Proposed rates, equal to about 0.007 cent a gallon a mile, 
were declared to be necessary, according to the report, to 
meet private and motor common and contract carrier competi- 
tion. 


According to the report the respondent’s movement of 
general commodities is predominantly westbound. The re- 
spondent proposed, said the report, to use the double-deck 
vehicle described to transport petroleum products in the tanks 
from origins in Montana and Wyoming to points it was author- 
ized to serve as a contract carrier, and general commodities 
in the freight compartment above the tank. In so doing the 
respondent asserted, said the report, it would not only obviate 
the movement of empty equipment westbound, but would 
also obviate the movement of empty equipment eastbound to 
be used in the normal movement of general freight. In addi- 
tion, according to the report, the respondent declared it op- 
erated this type of equipment in Montana in intrastate com- 
merce, and that the equipment had moved loaded on every 
trip in both directions. 

Respondent contended that the cost of transporting petro- 
leum products in tank trucks of a capacity of 3,000 gallons, 
would be considerably less than the average expense of opera- 
tion, which included the transportation of less-truckloads as 
well as truckloads. A witness representing a distributor of 
petroleum products as a private carrier from Newcastle to 
points in the Dakotas, the report said, testified in support of 
the respondent. 


Not Intended Violation No Bar 


Unlawful operation by a motor carrier applicant without 
intent to defy the provisions of the motor carrier act does not 
impair his chances of obtaining operating authority. That is a 
conclusion reached by the Commission on reconsideration of 
MC 64409, Sub. 1, Harold F. Miller and J. L. Cahill, common 
carrier application. 

In that case the Commission affirmed the prior findings 
of division 5, 22 M. C. C. 187, and found that public con- 
venience and necessity required operation by Harold F. Miller, 
doing business as M-C Oil Co., as successor in interest to 
Harold F. Miller and J. L. Cahill, co-partners, doing business 
as Miller and Cahill, as a common carrier of liquid petroleum 
products, in bulk, in tank trucks from Superior, Neb., to points 
within a defined area in South Dakota, over a specified route to 
Yankton, S. D. 

_ The proceeding was reopened on petition of protesting 
rail carriers who contended that the applicants “have carried 
on operations in open and defiant violation of the provisions of 
the act, and that they are not, therefore, fit persons to receive 
a certificate for continued operation.” 

Applicants, the report said, admitted that due to a lack 


of proper understanding of the act, they began unauthorized 
operations in January, 1936, and continued them until the 
time of hearing. 

“When applicants received a postcard from our Bureau 
of Motor Carriers showing the docket number of the applica- 
tion, they assumed that it was the certificate number and it 
was their understanding that operations could be continued 
until such time as the application might be denied,” said the 
Commission. “Applicant Miller stated that ‘we never did real- 
ize that we were violating a law.’” 

Under those facts, the Commission said it could not “logical- 
ly conclude that there was any intent on the part of applicants 
to wilfully evade any of the provisions of the act or to op- 
erate in defiance thereof.” 

The Commission said the evidence conclusively showed 
that the services of applicants were superior to those of the 
rail protestants; that they were of particular advantage to 
jobbers, retailers and distributors of petroleum products in the 
territory under consideration, and that there was a material 
need for their continuance, to the extent authorized. 

The instant proceeding, the Commission said, was one of 
those wherein motor carriers had instituted operations under 
circumstances such as to negative an intent on the part of the 
carrier wilfully to violate the act. Among the contributing 
factors in this respect, it pointed out, had been the unfamiliarity 
of such carriers with the requirements of the act, especially 
in the early days of its administration. In part, it said: 


We are cognizant of the confusion and misunderstanding on the 
part of many motor carriers with respect to the various provisions of 
the act, and their obligations thereunder, and particularly with ref- 
erence to sections 206 and 209 during our early regulation of the motor 
industry. Accordingly, we have heretofore generally adhered to the 
rule that although evidence of violations of the provisions of the act 
may be considered in determiriing the fitness of an applicant to per- 
form the proposed service, it is not an absolute bar to the granting 
of the authority sought. In some instances denial of authority for 
operations on this ground wouid deprive the public of much needed 
services. We do not think the circumstances here presented are 
sufficiently different to justify a departure from that rule, It may be, 
however, that in the near future we shall, in the light of several years 
of administration of the provisions of the act, with ample opportunity 
on the part of motor carriers to familiarize themselves therewith, 
adopt a more strict and inflexible rule to the effect that evidence of 
unlawful operations renders an applicant unfit properly to perform 
the services for which authority is sought and precludes a grant of 
authority therefor. 


Dissenting, Commissioner Patterson said, in his opinion, 
the evidence did not justify the finding of public convenience 
and necessity. 


FITZGERALD WATER EXEMPTION 

The Commission, by division 4, in W-66, J. W. Fitzgerald, 
exemption-section 303(e), has granted an application of J. W. 
Fitzgerald, of Savannah, Ga., dba J. W. Fitzgerald Co., under 
section 303(e) of the interstate commerce act for exemption 
from the provisions of part III of the act of certain transporta- 
tion performed by him as a contract carrier by water. The 
Commission said it found that interstate transportation en- 
gaged in by applicant as a contract carrier of contractors’ 
equipment and machinery, each article of which exceeded 6,000 
pounds in weight (including small parts, accessories, and sup- 
plies incidental thereto), between points along the Atlantic 
coast and on inland waterways, between Charleston and Jack- 
sonville, was transportation which it was the policy of Con- 
gress, as declared in section 303(e), to exclude from the provi- 
sions of part III, by reason of the inherent nature of the com- 
modities transported, or their requirement of special equip- 
ment, it was not actually and substantially competitive with 
transportation by any common carrier, subject to the provisions 
of parts I, II, or III of the act; and that its exemption by order 
was necessary to carry out the policy of Congress. 


SPLIT DELIVERIES OF SALT 


A proposal McClosky & Shaffer, a motor contract carrier, 
to establish a rule providing for split deliveries of shipments of 
salt from points in Michigan to destinations in Illinois, Indiana, 
and Ohio, has been found just and reasonable by the Commis- 
sion, division 3, in a report in I. and S. M1503, McClosky & 
Shaffer—split delivery. 

Specifically, the rule provides that “split delivery to more 
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than one consignee or unloading point within the corporate 
limits of any village, town or city will be performed at destina- 
tion at a charge of $2.50 for each delivery, except the last.” 
This rule is substantially the same as one previously canceled 
by the respondent except that the charge is reduced from $5. 
Dissatisfaction of the Diamond Co., a shipper of salt, with the 
measure of the $5 charge because its competitors were accorded 
split-delivery service at lower charges, the report said, had led 
to the filing of the schedule containing the proposed rule. 

The Commission said the proposed charge for the service 
appeared to be reasonable in comparison with the charges 
maintained for similar service by a competing contract carrier 
and by the Central States Motor Freight Bureau, Inc., under 
the bureau’s split-delivery rules. On protest of the bureau and 
rail carriers, schedules filed to become effective March 5 were 
suspended until October 5. They had been indefinitely post- 
poned. The proceeding has been discontinued. 


BONA FIDE WATER OPERATION 


The first ‘grandfather’ rights water case to be decided by 
the Commission since domestic water carriers were brought 
under the jurisdiction of the Commission is No. W-274, Ocean 
Steamship Co. of Savannah, common carrier application. 

In that case the Commission, by division 4, has issued a 
certificate, effective 45 days from October 29, authorizing 
continuance of operation as a common carrier by self-propelled, 
ocean-going ships in the transportation of passengers and com- 
modities generally between Savannah, Ga., New York, N. Y., 
and Boston, Mass., over specified routes. The steamship com- 
pany applied for a certificate under section 309 (a) of the 
interstate commerce act, and the Commission found that the 
company was engaged in the operation in question on Jan. 1, 
1940, the grandfather date, as provided by the transportation 
act of 1940, and continuously since. 

The Commission said the certificate issued would authorize 
operation of self-propelled, ocean-going ships between the 
ports mentioned by way of the Atlantic Ocean, or by way of 
the Atlantic Ocean, East River and Long Island Sound, or 
Cape Cod Canal. But, it said, applicant “may not operate 
barges nor follow the Atlantic Intracoastal Waterway route 
between Savannah and New York.” 








STANDARD TIME ZONE INVESTIGATION 


In a twenty-fifth supplemental report in No. 10122, stand- 
ard time zone investigation, written by Commissioner Aitchi- 
son, the Commission, by division 2, on further consideration, 
has modified its orders defining limits of the United States 
standard eastern and central time zones, 51 I. C. C. 273, and 
later, particularly the order of Oct. 15, 1941, so as to restore 
the exception to the Apalachicola Northern Railroad Co., under 
which that road was permitted to carry the eastern standard 
of time west of the boundary line to its western terminus at 
Port St. Joe, Fla. The road asked for continuance of the 
exception which previously was eliminated along with others. 


Kansas City Commercial Zone 


Acting on data gathered by field representatives of its 
Bureau of Motor Carriers, written representations of those 
interested and a proposed report written by an examiner from 
the data and representations, the Commission, by division 5, 
in MC C-258, Kansas City, Mo.-Kansas City, Kan., commercial 
zone, has delimited that zone for the purposes of administration 
of the motor carriers part of the interstate commerce act. Under 
section 203(b) (8), transportation within the zone defined by the 
Commission is partially exempt when it is not under a common 
control, management or arrangement for a continuous carriage 
or shipment to or from a point beyond the so defined zone. By 
that informal method the Commission has avoided a formal 
hearing. 

The zone as defined, the report says, is only slightly more 
extensive, east and west, than the rail switching limits. The 
commercial area, according to the report embraces the four 
municipalities of Kansas City, Mo., Kansas City, Kan., Inde- 
pendence, Mo., and North Kansas City, Mo., the lines between 
which sometimes follow stream lines, sometimes streets and 
sometimes, according to the report, cut across urban blocks. 

No one, says the report, has requested a hearing and none 
now seems necessary. The conclusion reached, says the report, 
has, it is understood, the general approval of most of those 
heard informally and the unanimous approval of a Chamber of 
Commerce group which spoke for nearly all of the interests 
most directly affected. 

Motor carriers were not a unit in their suggestions. The 
most confining or restrictive proposal, according to the report, 
was received from over-the-road household goods carriers. They 
suggested, according to the report, that the zone be limited to 


TRAFFIC WORLD 


the corporate lines of the two Kansas Citys and the industria] 
section of North Kansas City. Certain local carters, serving 
downtown department stores, asked the inclusion of such out- 
lying towns as Liberty, Parkville, and Lee’s Summit, Mo., and 
Waldron, Bonner Springs and Olathe, Kan. Those towns, the 
report said, while to some extent under the commercial jn- 
fluence of Kansas City, were clearly too remote to be considered 
a part of the Kansas City commercial zone. 

The order fixing the limits of the zone contains a minute 
detailed description of the highways, streets and the banks of 
streams to be used as the boundary line enclosing an area 
somewhat larger than that embraced within the switching limits 
established by the railroads. 





Water Applications Dismissed 


Finding that applicants’ entire operation since prior of 
Jan. 1, 1940, had consisted of towage of a barge in transportation 
of oil in bulk and that such transportation was not subject to 
part III of the interstate commerce act by reason of the exemp- 
tion in section 303(b) thereof, the Commission, by division 4, 
has dismissed W-508, Eblen and Cooper, contract carrier ap- 
plication, for a permit under section 309(f) authorizing con- 
tinuance of operation as a contract carrier by water between 
— on the Ohio, Mississippi, Cumberland, Green and Barren 

ivers. 

Division 4 has dismissed the application in W-634, McCor- 
mack Sand & Gravel Corporation, contract carrier application, 
for a permit authorizing continuance of operation as a contract 
carrier by water of property under section 309(f) of part III, 
on finding that the only transportation performed by applicant 
was that of sand and gravel in bulk, and the chartering of 
vessels to common carriers subject to part I and that such trans- 
portation was exempt from the provisions of part III by reason 
of the exemptions in sections 303(b), and 303(f)(2) thereof. 

Division 4 also has dismissed No. W-246, A. F. Wilson, con- 
tract carrier application, for exemption under section 303(e) 
and for a permit under section 309(f) of the act. It found that 
the applicant was engaged solely in the leasing or chartering 
of vessels for the purpose of transporting machinery, materials, 
supplies, and equipment incidental to or used in the construc- 
tion, development, operation and maintenance of facilities for 
the discovery, development, and production of natural gas and 
petroleum to and from points in the marshland oil fields in 
Louisiana and Texas, and said that by its order of Aug. 26, 1941, 
in Oil Field Equipment, Marshlands, Louisiana and Texas, Ex 
Parte No. 146, such operations were exempted under section 
302(e) of the act for a period of three years. 

Finding that the applicant was engaged in leasing its 
vessel “Arthur Hider” to a carrier for the performance by such 
carrier of transportation which was subject to the provisions 
of the act and that in such transportation applicant was not 
engaged in common or contract carrier operations subject to 
part III, the Commission, division 4, has dismissed W-708, Mrs. 
L, M. Kirschner, contract carrier application, for a permit under 
section 309(f) authorizing continuance of operation as a con- 
tract carrier by water. 


Commission Reports 
Leather 


I. and S. M-1536, leather, Philadelphia, Pa., to Greensboro, 
N. C. By division 3. Proposal of Central Motor Lines, Inc., of 
Kannapolis, N. C., a motor common carrier, to establish, in 
schedules filed to become effective April 7, which were sus- 
pended until Nov. 7 on protest of rail carriers, a reduced less- 
truckload commodity rate of 78 cents on leather, Philadelphia, 
Pa., to Greensboro, N. C., just and reasonable. Order of sus- 
pension vacated and proceeding discontinued. 


Paints 


I, and S. No. 4952, paints, Louisville, Ky., to Memphis, 
Tenn. By division 3. Proposed reduced rates, paints, var- 
nishes, or lacquers, less-carloads, Louisville, Ky., to Memphis, 
Tenn., just and reasonable. By schedules filed to become effec- 
tive May 9, 1941, and later, respondents, many rail, truck, and 
water common carriers serving the affected cities, proposed 
to reduce their so-called volume all-rail and all-truck rates of 
59 cents, minimum 10,000 pounds to 50 cents, same minimum; 
their all-water rate of 47 cents to 40 cents; and their rail- 
water rate from the class basis to 47 cents, minimum 10,000 
pounds. The declared object of the rail and water schedules 
was to meet private truck competition, said the report, adding 
that the schedules of the motor carriers were filed solely to 
meet those of the other respondents. The schedules were sus- 
pended until Dec. 9, 1941, under I. and S. No. 4952 and I. and 
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S, M-1596, on protest of the Southern Motor Carriers Rate 
Conference. Subsequently, the report said, the motor-carrier 
schedules were withdrawn, and the latter proceeding was dis- 
continued. The order of suspension has been vacated as of 
Nov. 15 and the proceeding discontinued. 


Bituminous Coal 


No. 28371, Berwind Fuel Co. et al. vs. Chicago, Burling- 
ton & Quincy et al. By division 3. Dismissed. Rates, bitu- 
minous coal, Superior and Ashland, Wis., to destinations in 
Minnesota, not unreasonable or otherwise unlawful as alleged, 
in the interim period, between Nov. 15 and Dec. 29, 1937. 


P. M. Signal Change 


No. 28000, Sub. 56, application for approval of proposed 
modification of systems or devices under section 25 (b) of the 
interstate commerce act. By division 3. Application of the 
Pere Marquette for approval of modifications of automatic 
block signal and automatic train stop systems between 
Plymouth and Elmdale, Mich., approximately 106 miles, 
granted. 

Big Four et al. Signal Changes 


No. 28000, Sub. 58, application for approval of proposed 
modification of systems or devices under section 25 (b) of the 
interstate commerce act. By division 3. Application of the 
Cleveland, Cincinnati, Chicago & St. Louis, the New York 
Central lessee, for approval of modification of interlocking at 
Clarks Hill, Ind., at crossing with N. Y. C. & St. L., involv- 
ing relocating and changing two inoperative approach signals, 
relocating and changing aspects of semaphore home signals, 
and removal of certain main-track derails on N. Y. C. & St. L., 
and on the C. C. C. & St. L,, granted. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 30837, Sub. 1, Kenosha Auto Transport Corporation, 
Kenosha, Wis., extension—Springfield, O., embracing Sub. No. 
2, Same, extension—Kenosha and Racine, Wis. By division 5. 
Certificates granted. New trucks and chassis and parts thereof 
by the driveaway method, restricted to initial movements, 
places of manufacture and assembly at Chicago, Ill., Fort 
Wayne, Ind., and Springfield, O., to points in specified states, 
and in secondary movements between points in specified states, 
in MC 30837, Sub. No. 1, and new automobiles in initial move- 
ments, by the drive-away method, points of manufacture or 
assembly at Kenosha and Racine, Wis., to points in specified 
states, in MC 30837, Sub. 2. 

MC 79571, Ziffrin’s Overnite Express, Inc., common car- 
rier application. By the Commission. On reconsideration, find- 
ings in prior report, 28 M. C. C. 379, modified so as to authorize 
operations from and to Stevens Point, Marshfield, Mosinee, 
Wausau, and Antigo, Wis., of general commodities, with excep- 
tions, in addition to the authority granted. 

*MC 88175, Sub. 1, Marion Kidwell, Columbus, O., ex- 
tension—clay products. By division 5. Permit granted. Build- 
ing and drain tile, building blocks, and sewer pipe, Taylor Sta- 
tion and Junction City, O., to points in Mich., and Ind. 

*MC 102165, C. O. Longmire, Hamilton, Tex., common car- 
rier application. By division 5. Certificate denied. Live stock, 
grain, wool, and mohair, between points in Tex., on the one 
hand, and Houston and Galveston, Tex., on the other. 

*MC 102279, William Herbert and John J. Nussbaumer, 
Philadelphia, Pa., contract carrier application. By division 5. 
Permit denied. Non-alcoholic beverages, Philadelphia, Pa., to 
Baltimore, Md., Wilmington, Del., New York, N. Y., and points 
In N. J., and return with rejected shipments and empty con- 
tainers for non-alcohclic beverages. 

MC 460, Sub. No. 2, Oklahoma Transportation Co., Okla- 
homa, City, Okla., common carrier extension. By division 5. 
Certificate granted. Passengers, baggage, express, mail and 
newspapers between Lawton and Fort Sill Military Reserva- 
tion, Okla., over specified route. 

MC 263, Sub. No. 5, Garrett Freightlines, Inc., Pocatello, 
Ilda, common carrier extension. By division 5. Certificate 
granted. General commodities, with exceptions, between Twin 
Falls, Ida., and Glendale, Nev., serving no intermediate points, 
over specified route. The Commission said applicant’s use of 
this route would enable it to achieve operating economies and 
to provide safer and more expeditious transportation between 
Points already served over longer and more congested routes. 

ommissioner Patterson noted a dissent. 

*MC 28930, Sub. No. 2, Jesse L. Riley, Pratt, Kan., common 
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carrier extension. By division 5. Certificate granted. Gen- 
eral commodities, with exceptions, between Texhoma, Okla., 
and Dalhart, Tex., over specified route, serving all intermediate 
points. 

MC 77477, Monticue Lines, Inc., Uniontown, Pa., common 
carrier application. By division 5. Certificate granted, for con- 
tinuance of operation as to sugar from Baltimore, Md., to 
points in specified portions of Ohio, West Virginia and Penn- 
sylvania, over irregular routes. The Commission concluded 
that prior to June, 1938, while applicant operated under de- 
scribed arrangements with other concerns, his operations under 
such arrangements were not those of a common carrier as 
defined in the act, that in June, 1938, his status changed, and 
that continuously since that date all of his operations were 
those of a common carrier. 

*MC 88464, Pierce Freight Lines, Inc., Penn Yan, N. Y., 
common carrier extension. By division 5. Denied. Specified 
commodities between points in N. Y., N. J., Pa., and Md., over 
irregular routes. The report said existing carriers, rail and 
motor, had adequate equipment to meet the needs of the ship- 
pers. It noted that applicant continued operations applied for 
by its predecessor under the impression it could lawfully do so, 
and added that its operations other than that as a common 
carrier of coal from Blossburg to Penn Yan, Pa., authorized 
in the predecessor’s grandfather application, should be im- 
mediately discontinued. Commissioner Lee noted a dissent. 

*MC 88973, R. E. Guerin Trucking Co., Inc., Worcester, 
Mass., common carrier application. Certificate granted. Liquid 
petroleum products in bulk, in tank trucks, from Providence, 
East Providence, and Tiverton, R. I., to Greenfield, Mass., and 
points in Worcester county, Mass., other than Worcester and 
points within 15 miles of Worcester, and from Hartford and 
East Hartford, Conn., to points in Worcester county, Mass., 
over irregular routes. 

*MC 101807, E. E. Losten, Elkton, Md., common carrier ap- 
plication. By division 5. Denied. Sand, gravel and similar 
materials between points in New Castle county, Del., and Cecil 
county, Md., over irregular routes. The report said it clearly 
appeared that the type of transportation proposed in the 
amended applications would occur only in rare emergencies 
such as those occasioned by floods or accidents, that even in 
such events the transportation would be mostly interstate, and 
that applicant admitted there were now established carriers 
available which had satisfactorily handled all normal traffic. If 
emergencies such as those contemplated by the testimony should 
arise, said the report, applicant might obtain temporary au- 
thority under section 210(a) of the act. Commissioner Lee 
noted a dissent. 


*MC 102026, Gerhard Fettes, Mantador, N. D., common 
carrier application. By division 5. On reconsideration, findings 
in prior report, decided July 14, 1941, modified so as to authorize 
operation as common carrier of general commodities, with ex- 
ceptions, over regular routes (1) between Fargo and Windmere, 
N. D., serving the intermediate points of Mooreton and Barney 
and the off-route point of Galchutt, N. D., and (2) between 
Barney and Great Bend, N. D., serving the intermediate point 
of Mantador. The Commission said omission from the prior 
report of the grant of authority to serve designated intermediate 
and off-route points was in error. 


*MC 102582, Max Clarence Siverly, Peoria, III., contract 
carrier application. By division 5. Permit granted. Com- 
pressed gas, in cylinders, and welding equipment from Peoria 
to points in Clinton, Des Moines, Lee, Linn, Muscatine, and 
Scott counties, Ia, and empty gas cylinders from points in 
those counties to Peoria, and carbide, in containers, from 
Keokuk, Ia., to Peoria, over irregular routes. 

MC 64415, Sub. 5, Albert J. Franke, Cumberland, Ind., ex- 
tension—oils, greases and paper products. By division 5. Per- 
mit granted. Oils and greases, in containers, in truckload lots, 
St. Marys, W. Va., to Richmond, Muncie, and Anderson, Ind., 
and specified paper products, in truckload lots, Indianapolis, 
Ind., Dayton, O., and Wheeling, W. Va., to points in Ind., N. Y., 
O., Pa., and W. Va. Commissioner Patterson dissented in part. 

*MC 101810, Ralph Rumpelt, St. Louis, Mo., common car- 
rier application. By division 5. Certificate granted. Sand and 
gravel, St. Louis, Mo., to points in Madison and St. Clair 
counties, Ill. 

*MC 64806, R. P. Thomas Trucking Co., Inc., Martinsville, 
Va., common carrier application. By division 5. Certificate 
granted. Continued operations, new furniture, Bassetts and 
Martinsville, Va., to New York, N. Y., and points in Del., Ga., 
Md., N. J., N. C., Pa. S. C., W. Va., and D. C., and rejected 
or damaged shipments of the same commodity in the reverse 
direction. 

MC 68917, H. P. Welch Co., Somerville, Mass., common 
carrier application, embracing MC 62288, Same, contract car- 
rier application. By division 5. Certificate granted. General 
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commodities, with exceptions, between Boston and points in 
Mass., N. H., and Vt.; wool, textiles, textile machinery and 
textile mill supplies, Manchester, N. H., to points in Mass., and 
R. I.; and liquid petroleum products in bulk in tank trucks, 
Chelsea, Mass., to Derry, N. H. The Commission found ap- 
plicant’s operations in the transportation of general commodi- 
ties between Boston and Lawrence, Mass., on the one hand, and 
points in Mass., N. H., and Vt., on the other, for the account 
of the Boston & Maine Transportation Co., and the transporta- 
tion of liquid petroleum products in bulk, in tank trucks, from 
Chelsea to Derry to be those of a common rather than a con- 
tract carrier. Commissioner Lee dissented in part. 

MC 70203, Interstate Dispatch, Inc., Chicago, III., common 
carrier application, embracing MC 39545, Ed Findly, contract 
carrier application. By division 5. Certificate granted in MC 
70203 as to continued operation, general commodities, with 
exceptions, between specified points in Ia., Ill., Ind., Mo., O., and 
Ky. In MC 39545, the Commission denied a certificate or per- 
mit under the grandfather clauses to operate as a common or 
contract carrier of general commodities, with exceptions, be- 
tween points in Ill., Ind., O., Mo., and Ia. Commissioner Lee 
concurred in part. 

MC 93224, Hampton Roads Auto Service, Inc., Norfolk, Va., 
common carrier application. By division 5. Certificate granted 
to White Motor Lines, Inc., as successor in interest to ap- 
plicant, specified commodities, from and to points and terri- 
tories in Del., Md., N. J., N. Y., N. C., Pa. S. C., and Va. 
Commissioner Patterson dissented. 

MC 95693, Henry Ervin, Washington, D. C., common car- 
rier application, embracing common carrier applications of 
James Farrell, MC 95694; A. T. Rowe, MC 95695; C. I. Thomp- 
son, MC 95696; M. R. Whitmore, MC 95697; E. L. Martin, MC 
95698; E. F. Thrailkill, MC 89847; and William C. Mullen, 
MC 89932. By division 5. Certificates granted in MC 95694, 
MC 95695, MC 95696, MC 95697 and MC 95698, passengers, in 
special operations, and charter operations, limited to the trans- 
portation of not more than 6 passengers, not including the 
driver, in any one vehicle, on round trip sightseeing or pleasure 
tours, beginning and ending in Washington, D. C., between 
Washington, on the one hand, and Arlington county, Mt. 
other. The Commission found the operations of the applicants 
Vernon, and Alexandria, Va., and Annapolis, Md., on the 
other. The Commission found the operations of the applicants 
in the cases mentioned to be special and charter operations 
within the meaning of section 207 (a) of the interstate com- 
merce act. It denied the applications in MC Nos. 89847, 89932, 
and 95693 to operate as common carriers of passengers, on 
round-trip sightseeing or pleasure tours from Washington to 
Arlington and Mt. Vernon, Va., Gettysburg, Pa., and Annapolis, 
Md., and return, as not required by public convenience and 
necessity. Commissioner Lee dissented in part, saying he 
was of the opinion that the Commission was without power 
to limit the number of passengers to be carried in any one 
vehicle. 


*MC 24379, Sub. 2, Long Transportation Co., Detroit, Mich., 
extension—Cleveland. By division 5. Certificate granted. 
General commodities, with exceptions, serving Cleveland, O., 
as an intermediate point, with certain restrictions, on ap- 
plicant’s presently authorized routes. 


*MC 47644, C. W. Styer, St. Paul, Minn., common carrier 
application, embracing Sub. 1, Same, extension—Elk Point. 
By division 5. Certificate granted. Continued operation, gen- 
eral commodities, with exceptions, between points in Minn., 
and S. D.; also general commodities, with exceptions, between 
points in Minn., and S. D. 


MC 50544, Sub. 7, Texas & Pacific Motor Transport Co., 
Dallas, Tex., extension—alternate routes. By division 5. Cer- 
tificate granted, subject to conditions. General commodities, 
with exceptions, between Weatherford and Mineral Wells, Tex.., 
over U.S. highway 80-A, and between Weatherford and a point 
approximately 2% miles south of Strawn, Tex., over U. S. 
highway 80, serving Thurber as an intermediate point. 

MC 102866 Ex, Dr. P. Phillips & Sons, Inc., application for 
exemption. By division 5. Dismissed on finding applicant did 
not come within the description of a motor carrier to which 
the provisions of section 204 (a) (4a) of the interstate com- 
merce applied, and, therefore, was not entitled to present or 
prosecute an application for exemption thereunder. Applicant, 
according to the report, hauls fresh fruit from its groves and 
canning plants to points and ports in Florida, interstate and 
state. It considered itself a private carrier. With that con- 


tention, the Commission said it was inclined to agree. Com- 
missioner Lee dissented, saying in his opinion applicant may 
properly file and prosecute an application for a certificate of 
exemption, citing L. M. Slocum, Application for Exemption, 
28 M. C. C. 457. He said the Commission should dispose of 
the application on its merits. 

MC 842, Henderson J. Willison, Ottumwa, la., contract 
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carrier application, embracing Sub. 2, Same, extension—malt 
beverages. By division 5. On finding applicant’s operations 
to be those of a common carrier, certificate granted for con- 
tinued operation, specified commodities, from and to points 
in Ill., Ind., Ia., Kan., Minn., Mo., Neb., O., S. D., and Wis.; 
also malt beverages, Peoria Ill., to Albia, Ia. and empty 
malt beverage containers in the reverse direction. Dual opera- 
tions authorized. Commissioner Patterson dissented in part. 
MC 31768, Lehigh & New England Terminal Warehouse 
(The Pennsylvania Company for Insurances on Lives and Grant- 
ing Annuities, trustee), common carrier application, embracing 
MC 17327, Same, broker application. By division 5. On recon- 
sideration in MC 17327, operation by the Pennsylvania Com- 
pany for Insurances on Lives and Granting Annuities, as suc- 
cessor-in-interest to applicant, in arranging for transportation 
by motor from Bethlehem, Pa., to interstate points, found not 
to be that of a broker, and application denied. On reconsidera- 
tion in MC 31768, the Pennsylvania Company for Insurances 
on Lives and Granting Annuities authorized to continue opera- 
tion as a common carrier of bakery and laundry supplies, new 
and used household goods, and cold storage articles, from 
Bethlehem to points in northern New Jersey, on condition 
that the company be formally substituted in lieu of applicant. 
The Pennsylvania Company, according to the report, operated 
the warehouse and motor carrier business of Lehigh & New 
England in its capacity as trustee until June 25, 1937, at 
which time it purchased the property and business of Lehigh 
at a sheriff’s sale, the business and motor operations being 
carried on by the Pennsylvania Company in the name of 
Lehigh. The Commission said if application for substitution 
was not made within 30 days from the issuance of the report, 
it would consider the entry of an order requiring the Penn- 
sylvania Company to show cause why the application in MC 
31768 should not be dismissed without further proceedings. 


SHORT LINE RAILROAD CLAIMS 


The Commission, by division 4, in Finance No. 4644, Fair- 
port, Painesville & Eastern Railroad Co., deficit settlement, 
has certified that the amount payable to that company under 
paragraphs (f) and (g) of section 204 of the transportation act, 
1920, as amended Jan. 7, 1941, is $368.70, being the deficiency 
under amended section 204(j), from which no amount is de- 
ductible as due to the President, as operator of transportation 
systems under federal control, on account of traffic balances or 
other indebtedness. In a prior report, 124 I. C. C. 323, affirmed 
in 145 I. C. C. 684, the Commission dismissed the road’s claim 
on finding that it earned a net railway operating income of 
$15,448.48 in the period of private operation. The claim, how- 
ever, was reopened for further consideration pursuant to the 
amendment of section 204. 

By an order in Finance No. 5139, White River Railroad Co. 
(Ind.), settlement under section 204, the Commission, by di- 
vision 4, has dismissed a claim of that company under section 
204 of the transportation act, 1920, as amended Jan. 7, 1941. 
The Commission said the company, by letter dated September 
18, 1941, “concedes that it was not a common carrier engaged 
in general transportation as required by the provisions of the 
aforesaid section, as amended, to be entitled to the benefits 
thereof, and requests that its claim be dismissed.” 


QUAKER CITY BUS CASE 


Examiner C. R. Englehart of the section of finance of the 
Commission’s Bureau of Motor Carriers, in a proposed report 
in MC F-1546, Quaker City Bus Co., purchase, Blackhawk Line, 
Inc. (Joseph Kruger, receiver), embracing MC F-1569, Quaker 
City Bus Co., control of operations, Blackhawk Line, Inc. 
served Nov. 5, has recommended that the Commission dismiss 
the application of Quaker City for authority to purchase the 
operating rights of Blackhawk on the ground that the applica- 
tion did not present a matter within the scope of section 5(2) (a). 
He has recommended denial of the complaint of Silver Dart 
Lines, Inc., filed under section 5(7) alleging that Quaker City 
“has effectuated and is exercising unlawful control’ over Black- 
hawk in violation of section 5(4). 


ALABAMA & FLORIDA ABANDONMENT 


Subject to a condition that the applicant sell its line to any 
person, firm or corporation offering, within 40 days from the 
date of the Commission’s order in the proceeding (Oct. 24), 
to purchase the line for continued operation at a price not 
less than its fair net salvage value, the Commission, by division 
4, has authorized abandonment by the Alabama & Florida 
Railroad Co. of its entire line extending approximately 29 miles 
from Cowarts, Houstaon county, Ala., to Greenwood, Jackson 
county, Fla. The authority was granted in Finance No. 13189, 
Alabama & Florida Railroad Co. abandonment. 

The report said the applicant estimated that about $14,000 
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would be required to overcome deferred maintenance in the 
track structure and that the net salvage value of the line was 
between $25,000 and $30,000. Despite applicant’s efforts to 
improve traffic conditions, it said, rail transportation needs of 
the community served by the line were insufficient to produce 
revenues equal to cost of operation. Operators of peanut shell- 
ing plants at Malone and Greenwood, Fla., according to the 
report, protested the proposed abandonment, contending it 
would be difficult to remain in business because of the way 
the peanut crop was marketed and its perishable nature. 

“It has been demonstrated,” said the Commission, “that 
motor trucks can be substituted for rail transportation, and 
while there may be times when the railroad could be used 
advantageously to meet urgent demands of the industries lo- 
cated thereon, it is unreasonable to expect it to remain in 
service merely as a convenience during such periods.” 

As to an offer of the Greenwood Products Co. to buy the 
line for $10,000, the price paid for it by the applicant and the 
par value of its outstanding capital stock, the Commission ob- 
served that the owners of the stock had not signified their 
willingness to sell at the price offered. 


SEABOARD EQUIPMENT FINANCING 


In a report in Finance No. 13472, Seaboard Air Line Rail- 
way Co., receivers reconstruction financing and guaranty, the 
Commission, by division 4, has approved aid by the Reconstruc- 
tion Finance Corporation in financing the purchase of railroad 
equipment by the receivers of the Seaboard, through the pur- 
chase, or purchase and guaranty, or guaranty, of not exceed- 
ing $3,552,000 of equipment trust certificates. 

Authority has been granted by the Commission, division 
4, in Finance No. 13473, Seaboard Air Line Railway Co. re- 
ceivers’ equipment trust certificates, to assume obligation and 
liability in respect of the certificates, series KK, to be issued 
by the Chase National Bank of the City of New York, as 
trustee, and sold at par and accrued dividends to the finance 
corporation in connection with the procurement of equipment, 
estimated at $4,743,607, or $4,838,479 when incidental costs, 
interest, freight charges, etc., are included. The equipment 
is to consist of 3 120-ton 1,000 horse power Diesel locomotives, 
switching type; 3 115-ton 1,000 horse power Diesel locomotives, 
switching type; 2 125-ton 1,000 horsepower Diesel locomotives, 
switching type; 2 150-ton 2,000 horse power Diesel locomotives, 
passenger type; 2 428-ton 5,400 horsepower Diesel locomotives, 
freight type; 500 50-ton all-steel, double sheathed double door, 
wood lined box cars, length 40% feet; 100 50-ton all-steel, flat 
cars, wooden decks, length 50 feet; 100 70-ton all-steel hopper 
cars, length 40 feet 8 inches; and 50 70-ton all-steel covered 
hopper bottom cement cars, length 29 feet 3 inches. The certifi- 
cates are to be dated Oct. 1, 1941, bear interest or dividends 
at 2% per cent per annum, payable semi-annually on April 1 
and October 1 of each year; and to mature as to principal in 
24 semi-annual installments beginning April 1, 1942, to be 
non-callable. 


K. C., K. V. & W. REORGANIZATION FEES 


The Commission, by division 4, in Finance No. 10480, Kan- 
sas City, Kaw Valley & Western Railroad Co., reorganization, 
has fixed maximum limits of final allowances of compensation 
to be paid the following for services rendered and expenses in- 
curred in connection with the debtor’s reorganization proceed- 
ings and plan: 

William C. Michaels and Charles M. Blackmar, as attorneys 
for trustees of the debtor, $4,500, services; O. Q. Claflin, one of 
the trustees, $1,750, services; J. Z. Miller, Jr., one of the 
trustees, $1,250, services; J. Z. Miller, Jr., W. R. Daley, and 
Channing Folsum, as the bondholders’ protective committee, 
$246.34, expenses; Commerce Trust Co. depositary for the bond- 
holders’ protective committee, $400, services; and Hauxhurst, 
Inglis, Sharp & Cull, counsel to the Guardian Trust Co., and 


L. B. Foote, trustees under the first mortgage indenture, $200, 
services. 


EX-BARGE GRAIN PROPORTIONALS 


Pointing out that the rate situation condemned by the 
ommission in I. and S. No. 4718, grain proportionals, ex-barge 
to official territory, had existed for more than 25 years, the rail- 
roads respondent in that proceeding have asked the Commission 
to reopen the case, reverse its finding that the reshipping rates 
In question were not applicable to ex-barge grain and remove 
Tom its report the statement “that the outstanding under- 
charges should be collected.” 

In addition, the railroads asked the Commission to make 
an affirmative finding that the reshipping rates had been legally 
applied to the ex-barge and the ex-lake traffic. The carriers 
Said the record showed that no substantial movement of barge 
grain occurred before 1935. However, they said, prior to that 
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time the tariffs of the eastern carriers had been worded so 
they would cover all ex-lake traffic arriving at the reshipping 
points by unregulated lake vessels. The petition said that when 
the barge traffic began, the carriers reached the conclusion 
that the language which they had used and designed with 
reference to inbound water traffic theretofore existing was 
broad enough in its meaning to include the ex-barge traffic. 
Consequently, they said, on and after June 28, 1935, all the 
eastern carriers had uniformly applied the reshipping rates to 
ex-barge grain moving east from Chicago to any part of official 
territory. Moreover, they said, it was clear that in this period 
the rail carriers intended their tariffs to apply in that way. 
Such a statement, of course, they said, was clearly not con- 
tradictory of the fact, which the respondents had emphasized 
with respect to the issue concerning the rates under suspen- 
sion, that the broad language in the various tariffs was not 
originally inserted to cover the barge traffic. It was clear, 
they said, that the tariff language was not designed to exclude 
ex-barge traffic or any other ex-water traffic. 


California Motor Rates 


The proposed report made by Examiner Corcoran in Ex 
Parte MC 24, California motor carrier rates, the San Fran- 
cisco Chamber of Commerce and the Oakland Chamber of 
Commerce said, covered only a limited portion of southern 
California, whereas the Commission’s order instituting the pro- 
ceeding covered the entire state. That declaration was made 
in support of exceptions filed by those bodies to the Corcoran 
proposed report. They said the conditions which led to the in- 
stitution of the investigation were deemed particularly acute in 
southern California. 

Nevertheless, since the proceeding originally covered state- 
wide rates, they said the report, if adopted by the Commission, 
might be used as precedents in subsequent proceedings involving 
rates in other sections of California. 

The two chambers of commerce said they had always un- 
derstood the purpose of the investigation to be the establish- 
ment of uniform rates, rules and practices in the entire state; 
and further that the harmonizing of the interstate rate structure 
with that applicable on intrastate traffic was one of the objec- 
tives in view. The Railroad Commission of California, they 
said, had made considerable progress. in the establishment of 
uniform intrastate rates, etc., and that they believed cognizance 
should be taken of the fact that, unfortunately, Examiner Cor- 
coran had seen fit to make recommendations which, if adopted 
by the Commission, would force revision of some of the present 
rules and regulations applicable on California traffic if the de- 
sired uniformity was to be attained. The two chambers called 
attention to the fact, as worthy of comment, that on the same 
record Examiner Corcoran of the federal body and Examiner 
Brown of the California commission reached widely varying 
conclusions in several important respects and recommended 
not only different rate levels on some of the portions of the 
traffic, but also rules applicable thereto which were far from 
harmonious in language and in intent. 

Exceptions and arguments in support thereof have also been 
filed in behalf of the Pioneer Division—the Flintkote Co., As- 
sociated Jobbers & Manufacturers; Furniture Manufacturers 
Association, Inc., Southern Pacific Co., Johnson & Johnson, 
Motor Truck Association of Southern California, and William 
Volker & Co. of Los Angeles, Calif. 


COMMISSION ORDERS 


No. 27739, Rivermont Coal Co., Inc., et al. vs. C. & O. et al. Calvin 
Bevley, owner of Paul Bevley Coal Co., permitted to intervene. 

No. 28481, P. R. Mitchell Co. vs. A. T. & S. F. et al. Order of 
August 27 modified to become effective January 4, 1942, on not less 
than 30 days’ notice, instead of December 4. 

No. 28710, Great Lakes Transit Corporation et al. vs. A. & A. et al. 
New Bedford Board of Commerce; Chain Store Traffic League; Boston 
Chamber of Commerce; and New England Traffic League permitted to 
intervene. 

MC 1821, Menard Truck Co., common carrier application. Denial 
order of June 16 further modified to become effective December 12 
instead of November 12. 

MC 1896, Boss Lines, Inc., common carrier application and exten- 
sion of operations; and MC 68949, Same, contract carrier application. 
Order of June 3, which by its terms denies a portion of applications, 
effective August 6, and which by subsequent orders was modified only 
in so far as it denies a portion of application in MC 1896 (BMC 1), 
to become effective November 12, further modified to extent that it 
denies a portion of application in MC 1896 (BMC 1), to become effec- 
tive December 10. 

MC 2912, Burlington Truckers, Inc., common carrier application; 
and MC 2912 Sub. Nos. 2 and 3, Same, extension of operations. Denial 
order of June 17 further modified to become effective December 10 
instead of November 12. 

MC 24242, J. I. Jackson, common carrier application; MC 67458, 
J. I. Jackson (successor in interest to Monte George Allen), common 
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carrier application; MC 81776, Jackson Transfer and Storage Co., Int., 
broker application; MC 24332, Ruth A. Isaacs, common carrier applica- 
tion; MC 83305, Ruth A. Isaacs (successor in interest to Joe Byrd Pel- 
ham), common carrier application. Denial order of September 18 
modified to become effective November 15 instead of October 29. 

MC 27337 Sub. No. 1, H. Wheeler, ‘common -carrier application. 
Matter reopened for further hearing at time and place to be fixed. 
Recommended order of joint board -No. 77 ‘which became effective as 
order of Commission on -May 16, vacated and set aside. 

MC 29743 Sub. ‘No. 3, Fred W. Stoddard, dba Fred’s Motor Trans- 
portation, contract carrier application. Rail carriers in Official classi- 
fication territory permitted to become parties in matter. Recommended 
order entered Avgust 16 stayed. 

MC 75732, Roy McArthur and G. A. McArthur, dba Anaconda Van 
Lines. Denial order of January 11 further modified to become effec- 
tive November 10 instead of October 30. 

MC 95983, Jesse T. Dyson, contract carrier application; MC 95983 
Sub. No. 1, Same, extension, New Jersey. Matters reopened for re- 
consideration on present record solely with respect to right of appli- 
cant to transport lumber from Glen Allen, Va. Order entered June 3, 
only in so far as it denies applicant authority to conduct above- 
described operation, vacated and set aside. 

MC C-299, Watertown Chamber of Commerce vs. Harry Hess, dba 
Hess Motor Express et al. Great Northern and Chicago, Milwaukee, 
St. Paul & Pacific permitted to intervene. 

No. 28731, Coast Transportation Co., Inc., et al. vs. A. & R. et al. 
Merchants’ Exchange of St. Louis, Mo., permitted to intervene. 

1. & S. No. 4815, wrought pipe to southwest. Board of Commis- 
sioners, Lake Charles, Harbor & Terminal District permitted to inter- 
vene. 

MC C-208, Mid-Western Motor Freight Tariff Bureau, Inc., vs. 
Lester Lindley, dba Lindley Truck Co.; and MC C-208 Sub. No. 1, 
Same vs. Fletcher Cage, dba Dumas Truck Line. Complainants dis- 
missed on complainant’s request. 

MC C-221, West Coast Casket Co., Inc., vs. System Freight Service 
et al. Complaint dismissed on complainant’s request. 

MC C-231, canned goods, Arkansas to Missouri and Oklahoma. Pro- 
ceeding discontinued. 


MC C-281, pecans in the shell, rating to and from the southwest. 
Proceeding discontinued. 


MC F-1690, Southern Pacific Transport Co., purchase, R. A. Wright. 
Petition reques:ing approval, under section 210a(b), of temporary 
operation by Southern Pacific Transport Co. of certain properties of 
R. A. Wright, dba Wright Motor Freight Line, denied. 


No. 28731, Coast Transportation Co., Inc., et al. vs. A. & R. et al. 
Mississippi Valley Barge Line Co. permitted to intervene. 

I. & S. No. 4857, rubber tires, California to Idaho and Utah. Or- 
der entered June 20 modified so as to become effective December 15, 
on not less than one day’s notice, instead of October 31. 

MC 1333, Dixie Truck Line, contract carrier application; MC 2044, 
Roy C. James, common carrier application; MC 4480, J. D. Miller, 
common carrier application; MC 4964, Roy L. Jones, common carrier 
application; MC 8076, J. A. Wall, common carrier application; MC 9145, 
Roy E. Mays, common carrier application; MC 10494, King & Sons, 
common carrier application; MC 11576, Emmett Patterson, common 
earrier application; MC 11629, Alex J. Birkmeyer, common carrier ap- 
plication; MC 20331, A. P. Clay, contract carrier application; MC 27662, 
M. A. Davis, common carrier application; MC 30479, W. A. Tobias, 
common carrier application; MC 32361, C. R. Talkington, common 
earrier application; MC 34160, C. D. Newsom, common carrier applica- 
tion; MC 41358, Roy L. Easter, contract carrier application; MC 60310, 
Carl Woodward, common carrier application; MC 82731, E. P. Gibson, 
common carrier application; MC 65263, O. F. Bright, contract carrier 
application; MC 74183, R. D. Williams, common carrier application; 
MC 76414, Henry H. Murphy, common carrier application; MC 80730, 
E. B. Snipes, common carrier application; MC 87093, H. E. Murphy, 
common carrier application. Order of June 6, which by its terms, as 
thereafter modified, denies, in whole or in part, applications in MC 
1335, MC 2044, MC 4480, MC 4964, MC 8076, MC 9145, MC 11576, MC 
11629, MC 20331, MC 27662, MC 30479, MC 32361, MC 34160, MC 41358, 
MC 60310, MC 65263, MC 74183, MC 80730, MC 87093, and MC 76414, 
further modified to extent that such denial order is to become effective 
January 10, 1942. 

Finance No. 13482, application of Cherry Point Railroad Co. for 
certificate authorizing construction of line in Craven County, N. C. 
Application dismissed on request of applicant. 

MC 1060, Frank J. Trombley, common carrier application; and MC 
1060 Sub. No. 1, Same, extension, St. Albans, Vt., and Rouses Point, 
N. Y. Applications dismissed. 

MC 1425, Overland Freight Lines, Inc., contract carrier application. 
Matter reopened for further hearing at time and place to be fixed. 
Order entered June 10, which by its terms denies a portion of applica- 
tion, vacated and set aside. 

MC 2974, O. I. M. Transit Corporation, extension, Chicago. Denial 
order of June 12 further modified to become effective January 10, 1942, 
instead of November 12. 

MC 21242, Genser Trucking Co., Inc., common carrier application. 
Denial order of September 13 modified to become effective January 
10, 1942, instead of October 29. 

MC 26876 Sub. No. 1, Brashear Freight Lines, Inc., Tulsa exten- 
sion. W. G. Burgess authorized to intervene. In all other respects, 
petition filed by W. G. Burgess for leave to intervene, further hear- 
ing and oral argument, denied. 

MC 42000 Sub. No. 1, Arvan Everett Bates, new operation. Motion 
of principal Texas railroads to strike applicant’s exceptions to joint 
board’s recommended order overruled. 

MC 81843, Charles K. Green, successor in interest to Lee Sprankle, 
contract carrier application. Matter reopened for further hearing 
solely to determine whether application should be denied because of 
discontinuance of operations by applicant. Matter referred to Exam- 
iner Emii Kerttu for hearing and recommendation of an appropriate 
order to be accompanied by reasons therefor. Matter set down for 


TRAFFIC WORLD 





hearing before Examiner Emil Kerttu at the Hotel Cleveland in Cleve- 
land, O., at 9:00 a. m. (Standard time), on December 10. 

MC 102770 Sub. No. 1, Joe E. Buffler, dba Florence-Savannah Bus 
Line. Matter reopened for further hearing. Matter referred to joint 
board No. 106 for hearing on November 25, at 9 o'clock a. m. (Standard 
time), at the Thomas Jefferson Hotel, Birmingham, Ala., and for 
recommendation of an appropriate order accompanied by reasons there- 
for. 

MC 102884 EX, Homer M. Shattuck, dba Shattuck Transfer. Appli- 
cation denied. 

MC F-4, Pennsylvania Truck Lines, Inc., control, Alko Express 
Lines. Petition filed by applicant, January 18, 1938, seeking a modifi- 
cation of findings in report, 5 M. C. C. 77, ‘‘so as to permit your 
petitioner to render interstate service to and from the following points 
which are located on the present lines of Alko (Express Lines) but 
are not stations on the Pennsylvania and which points Alko now serves 
in intrastate commerce: Cashtown, Adams County, Caledonia, Frank- 
lin County, St. Thomas, Franklin County, McConnellsburg, Fulton 
County, Harrisonville, Fulton County, Breezewood, Bedford County, 
Schellsburg, Bedford County, Reels Corner, Somerset County, Amity 
Hall, Perry County, Potters Mills, Centre County and Allensville, 
Mifflin County’’ set for hearing on November 15, at 9:00 o’clock a. m, 
(Standard time), at the Public Utility Commission Bldg., Harrisburg, 
Pa., before Examiner Frank A, Clifford, 

MC F6, Scott Brothers, Inc., control, W. G. Corporation. Decision 
and order of August 26 further stayed until November 24. 

No. 28380, petroleum products between Kansas, Oklahoma, Arkan- 
sas, Missouri and Colorado; and fourth section order No. 14296. Effec- 
tive dates of orders of June 30 postponed until January 31, 1942. 

No. 28667, Central Soya Co., Inc., vs. Alton et al. Allied Mills, Inc., 
permitted to intervene, 

No. 28374, Silverton Supply Co. vs. N. & W. et al. Complainant’s 
petition for reconsideration denied. 

No. 28453, L. R. Allison Construction Co. vs. A. T. & S. F. Peti- 
tion of complainant for rehearing and reconsideration denied. 

No. 28473, Medusa Portland Cement Co. vs. P. R. R. et al. Peti- 
tion filed by complainant for reconsideration and oral argument de- 
nied, 

No, 28699, A. E. Staley Manufacturing Co. vs. Alton et al. Allied 
Mills, Inc., permitted to intervene. 

No. 28719, Archer-Daniels-Midland Co. ys. Alton et al. Allied Mills, 
Ine., permitted to intervene. 

Fourth section application No. 18908, cotton fabrics, north Texas 
to Gulf ports. Fourth section order, entered September 25, 1941, in 
fourth section application No. 18908, included in the proceeding in I. & 
S. No. 4913, Cotton Fabrics, Texas to Louisiana ports (mimeographed), 
which by its present terms denies application effective November 7, 
modified and amended by changing the said denial date to January 25, 
1942, except as to rates on traffic covered by the proceeding in I. & S. 
No, 4913. 

Il. & S. M-952, stopping in transit at Pittsburgh, Pa. Detroit Board 
of Commerce permitted to intervene. 

MC 20183, Harry A. Brownett, common carrier application. Denial 
order of September 24 modified to become effective January 10, 1942, 
instead of November 4. 


MOTOR FINANCE CASES 

No. MC F-1528, Bos Freight Lines, Inc., purchase—James H. Rogers. 
Purchase by Bos Freight Lines, Inc., of Marshalltown, Ia., of operat- 
ing rights of James H. Rogers, of Lawrence, Kan., approved and 
authorized, subject to condition. 

No. MC F-1475, Rudolph E. Hoerler et al., purchase—James Francis 
Callahan. Purchase by Rudolph E. Hoerler, Wm. G. Wahl and J. Hills 
Wythe, partners, doing business as Security Truck Line, of San Jose, 
Calif., of operating rights and property of James Francis Callahan, 
doing business as Terminal Lumber Transport Company, of San Fran- 
cisco, Calif., approved and authorized, subject to condition. 

No. MC F-1540, Wilson Storage and Transfer Co., purchase—Hi- 
Speed Motor Express, Inc. Purchase by Wilson Storage and Transfer 
Co., of Sioux Falls, S. D., of certain operating rights of Hi-Speed 
Motor Express, Inc., of Sioux City, Ia., approved and authorized, sub- 
ject to condition. 

No. MC F-1583, Motor Express, Inc., purchase—G. S. Linsley and 
W. L. Thrash. Purchase by Motor Express, Inc., of Little Rock, Ark., 
of operating rights and property of G. S. Linsley and W. L. Thrash, 
doing business as Midway Transportation Company, of Glenwood, Ark., 
approved and authorized, subject to condition. 

No. MC F-1588, Daiby Motor Freight Lines, Inc., purchase—Harold 
B. Reynolds. Purchase by Dalby Motor Freight Lines, Inc., of Lub- 
bock, Tex., of certain operating rights of Harold B. Reynolds, doing 
business as North Plains Motor Freight Lines, of Amarillo, Tex., ap- 
proved and authorized, subject to condition. 

No. MC F-1287, Shawmut Transportation Co., Inc., purchase—Fall 
River & New York Transportation Co. (Hyman Copins, trustee). 

Application of Shawmut Transportation Co., Inc., of Boston, Mass.. 
for authority to purchase the operating rights of Fall River & New 
Yorx Transportation Co. (Hyman Copins, Trustee), of New York, N. Y., 
denied. 

No. MC F-1663, George Hart, purchase—Donald W. Quinn. Peti- 
tion for authority under section 210a(b) of George Hart, doing business 
as Hart Motor Express, of Minneapolis, Minn., for temporary opera- 
tion of motor-carrier rights and equipment of Donald W. Quinn, doing 
business as Quinn Transfer & Storage, of Fargo, N. D., granted No- 
vember 4, 1941, provided, within 15 days from November 4, 1941, 
George Hart, doing business as Hart Motor Express, shall have (1) 
filed with the Commission three conformed copies of a lease agreement 
embracing the terms of the lease authorized under section 210a(b), 
(2) complied with sections 215 and 217 of the act and rules and regula- 
tions prescribed thereunder, (3) instituted operations pursuant to the 
authority granted, and (4) confirmed, in writing, to the Commission, 


immediately upon commencement of operations, the date operations. 


were commenced. 
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Proposed Reports 


Pine Piling 

No. 28451, Wheeler Lumber Bridge & Supply Co. vs. Mis- 
souri & Arkansas, et al. By Examiner Harold M. Brown. On 
further hearing, recommends modification of the original report, 
243 I. C. C. 729, so as to find that the 58-cent rate charged on 
pine piling, Heber Springs, Ark., to Council Bluffs, Ia., was in- 
applicable; that the applicable rate was 40 cents and was not 
shown to have been or to be unreasonable. Reparation of 
$92.88, with interest, proposed. In the original report, the Com- 
mission found that the rate charged was unreasonable and 
awarded reparation to the basis of a 3l-cent rate contem- 
poraneously applicable over other routes. A check of the gov- 
erning tariffs revealed that the lowest combination applicable 
was 40 cents, made up of 27 cents to Kansas City, Mo., and 13 
cents beyond, said the examiner, adding that that resulted in a 
straight overcharge of $92.88. 


CHICORY TO NEW ORLEANS 


A considerable revision of rates on dried not crushed 
or ground chicory roots, in carloads, from two Michigan points 
to New Orleans, is proposed by Examiner Charles W. Berry, 
in a report on No. 28635, R. S. Schanzer, Inc., vs. Alabama 
Great Southern et al. The revision embraces all-rail and rail- 
barge rates. 

The complaint alleged the rates on the dried roots from 
Linwood and Bay City, Mich., in carloads, to New Orleans 
over all-rail and rail-barge routes were and for the future 
would be unreasonable and unduly prejudicial to the com- 
plainant and unduly preferential of its competitors. The pre- 
ferred creditors, according to the report, were processors of 
chicory at Port Huron, Mich., two of whom intervened in 
opposition to the complaint. The assailed rates were 72 cents, 
all-rail and 61 cents barge-rail via St. Louis, East St. Louis 
and Cairo and 60 cents via Peoria and Cincinnati. 0 

Examiner Berry recommended that the Commission find 
the assailed all-rail rates, on the roots in carloads unreasonable 
to the extent they exceeded 61 cents, minimum 60,000 pounds; 
and that they will be unduly preferential of shippers at Port 
Huron sending their traffic to New Orleans to the extent they 
are less than 15 cents lower than the contemporaneous all- 
rail rate, subject to a minimum of 40,000 pounds. 


And further the examiner said the Commission should find 
the rail-barge rates from Linwood and Bay City via the 
interchange points mentioned unduly prejudicial and unduly 
preferential to the extent the rates on a minimum of 60,000 
pounds were not lower than the contemporaneous rail-barge 
rates, subject to a minimum of 40,000 pounds, by amounts equal 
to the difference between the column 27.5 class rail-barge rates, 
from Port Huron to New Orleans, via the same interchange 
points, and 80 per cent of the column 27.5 class rates. 

The Commission, Examiner Berry said, should further find 
that the evidence was not sufficiently comprehensive to enable 
it to prescribe reasonable rail-barge or rail-ocean rates. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face” type, 
with name of town or city following.) 


Wisconsin (Eau Claire) MC 103018, Sub. 1, Mueller 
Transportation Co., common carrier application. Joint board 
145. Served Nov. 4. Certificate proposed. General com- 
modities, with exceptions, between St. Paul and Minneapolis, 
Minn., on the one hand, and the site of the Twin City ordnance 
plant, in Mounds View township, Ramsey county, Minn., on the 
other. Hearing on request. Thirty days for exceptions. 

lowa (Earlville)—-MC 102972, Clyde R. Ham, common car- 
rier application. Joint board 92. Served Nov. 4. Certificate 
recommended. Butter, Earlville, Delhi and points within one 
mile of Holy Cross, Ia., to Dyersville, Ia. 

Virginia (Bedford)—-MC 102941, Herbert David Cundiff, 
dba Cundiff’s Transfer, contract carrier application. Joint 
board 108. Served Nov. 4. Permit recommended. Coal, from 
and to points in Va. Hearing on request. Thirty days for 
exceptions. 

Pennsylvania (Olyphant)—-MC 102939, Michael Rabel and 
George Rabel, dba Rabel Brothers, common carrier application. 
Examiner Samuel M. Badian. Served Nov. 4. Certificate pro- 
posed. Household goods between Olyphant, Pa., and points 
Within 3 miles of Olyphant, on the one hand, and points in 
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Conn., N. Y., N. J., and Md., on the other. Hearing on request. 
Thirty days for exceptions. 

West Virginia (Princeton)—-MC 102898, Carson Samuel 
Venable, dba Bagging Plant Transport, common carrier applica- 


tion. Joint board 245. Served Nov. 4. Certificate recom- 
mended. Passengers between Princeton, W. Va., and Dublin, 
Va. Hearing on request. Thirty days for exceptions. 

New Jersey (Stockton)—-MC 102886, Chester L. Errico, 
common carrier application. Joint board 67. Served Nov. 4. 
Certificate recommended. Road building and construction ma- 
terials in dump trucks, between points in N. J., and Pa., within 
30 miles of Lambertville, N. J. Hearing on request. Thirty 
days for exceptions. 

Pennsylvania (Reinholds)—-MC 102664, Sub. 1, William 
Sebastian, common carrier application. Examiner Wallace 
Schubert. Served Nov. 4. Certificate recommended. Pul- 
verized limestone, points in Earl township, Lancaster county, 
Pa., to pints in N. J., Del., and Md. 

Illinois (Galesburg)—-MC 102608, R. J. Hurst, dba Burling- 
ton-Chicago Cartage, common carrier application. Joint board 
92. Served Nov. 4. Certificate proposed. General commodities, 
with exceptions, between Burlington, Ia., on the one hand, and 
the Iowa ordnance plant near West Burlington, Ia., on the 
other. 

Texas (Colorado City)—MC 102294, W. L. (Pat) Neff, 
common carrier application. Joint board 77. Served Nov. 4. 
Denial for want of prosecution proposed. Specified commodities 
between points in Tex. 

Texas (San Angelo)—MC 102101, W. C. Turner, common 
carrier application. Joint board 77. Served Nov. 4. Denial 
for want of prosecution proposed. Specified commodities be- 
tween points in Tex. 

lowa_ (Muscatine)—MC 95992, Sub. 2, M. P. Pace, ex- 
tension—St. Louis, Mo. Joint board 46. Served Nov. 4. Dis- 
missal of application for a certificate proposed at request of 
applicant. General commodities between Muscatine, Ia., and 
St. Louis, Mo., over routes through Ia., Ill., and Mo. 

Nebraska (Coleridge)—-MC 92018, E. F. Willms, as suc- 
cessor in interest to John Pfund, common carrier application. 
Joint board 185. Served Nov. 4. Certificate proposed. Specified 
commodities between specified points in Neb., Ia., and S. D. 


Illinois (Moline)—-MC 89014, Sub. 1, Orren E. Smith, ex- 
tension—Iowa and Illinois. Joint board 54. Served Nov. 4. 
Dismissal of application for a permit proposed at request of 
applicant. General commodities between points in IIl., and Ia. 


Indiana (Salem)—MC 76662, Sub. 1, Curtis Miller, con- 
tract carrier application. Joint board 155. Served Nov. 4. 
Permit proposed. Hydrated lime, in bags, Salem, Ind., to 
Kosmosdale, Ky. Hearing on request. Thirty days for ex- 
ceptions. 


New York (Whitehall)—-MC 73003, Sub. 2, Albert C. Chaf- 
fee, extension—points in New York and Vermont. Examiner 
Herbert P. Haley. Served Nov. 4. Certificate recommended. 
Malt beverages, Rochester and Troy, N. Y., to Rutland, Vt., 
empty malt beverage containers, Rutland to Rochester and 
Troy, and fresh fruits and vegetables, Rochester and points in 
New York within 50 miles thereof to Rutland and Burling- 
ton, Vt. 


Pennsylvania (Sunbury)—MC 67646, Sub. 4, Hall’s Motor 
Transit Co., extension— meat products. Examiner Wallace 
Schubert. Served Nov. 4. Certificate proposed. Meat prod- 
ucts, requiring refrigeration, Sunbury, Pa., to points in Pa., 
within 50 miles thereof. 


New York (New York)—MC 66562, Sub. 351, Railway Ex- 
press Agency, Inc., extension—Terre Haute, Ind., East St. Louis, 
Ill. Joint board 21. Served Nov. 4. Certificate recommended 
subject to conditions, one of which that the service shall be 
limited to that which is auxiliary to, or supplemental of, rail- 
way or air express service. General commodities, moving in 
express service, between East St. Louis, Ill, and Terre Haute, 
Ind. 


Rhode Island (Cranston)—-MC 66064, Sub. 1, Iver R. 
Magnuson, dba Auburn Express Co., extension—East Provi- 
dence, R. I. Joint board 232. Served Nov. 4. Certificate pro- 
posed. General commodities, with exceptions, in the per- 
formance of collection and delivery service at East Providence, 
R. L, and in a radial service between East Providence, on the 
one hand, and Providence and Cranston, R. I., on the other, 
Hearing on request. Thirty days for exceptions. 

Kansas (Neodesha)—-MC 62225, Sub. 2, J. R. Vandaveer, 
extension of operations. Examiner P. H. Dawson. Served 
Nov. 4. Certificate proposed. Pipe, pipe line material, ma- 


chinery, and equipment incidental to and used in connection 
with the construction, relaying, and dismantling of gas, gasoline, 
and oil pipe lines, between points in Ala., Ariz., Colo., Conn., 
Del., Fla., Ga., Ill., Ind., Ky., Me., Md., Mass., Mich., Minn., 
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Miss., Mont., N. H., N J., N. M., N. Y., N. C., N. D., O., Pa., 
R. IL., S. C., S. D., Tenn., Utah., Vt., Va., Wis., W. Va., and D. C. 

Mississippi (Meridian)—-MC 60850, Sub. 6, McDonough 
Motor Express, Inc., extension—Camp Shelby. Joint board 97. 
Served Nov. 4. Dismissal of application for a certificate pro- 
posed at request of applicant. General commodities to and from 
Camp Shelby, Miss., as an off-route point in connection with 
applicant’s present operations. 

Mississippi (Meridian)—-MC 60850, Sub. 7, McDonough 
Motor Express, Inc., extension—Laurel. Joint board 97. Served 
Nov 4. Denial of certificate proposed. General commodities 
between Jackson, Miss., and Laurel and Hattiesburg, Miss. 

Tennessee (Memphis)—MC 59613, Sub. 6, Inter-City Truck- 
ing Co., extension—aluminum plant. Joint board 100. Served 
Nov. 4. Certificate proposed. General commodities, with ex- 
ceptions, serving specified points in the vicinity of Sheffield, 
Ala., as off-route points in connection with applicant’s present 
operations. Hearing on request. Thirty days for exceptions. 

Massachusetts (Boston)—-MC 56541, Sub. 15, New England 
Transportation Co., extension—New Milford, Conn. Joint board 
227. Served Nov. 4. Certificate recommended. Passengers 
and their baggage, and express, mail and newspapers in the 
same vehicle with passengers between New Milford, Conn., 
and Ridgefield, Conn., and between Winsted, Conn., and Tor- 
rington, Conn. Hearing on request. Thirty days for exceptions. 

New York (Hudson)—MC 52795, Sub. 1, Harold Edward 
Ballway, extension—points in Pennsylvania to points in New 
York. Examiner Herbert P. Haley. Served Nov. 4. Certificate 
recommended. Coal, Scranton, Pa., and points in Pa., within 25 
miles thereof, and from Hazleton, Pa., and points in Pa., within 
25 miles thereof, to Germantown, N. Y., and points in N. Y., 
within 25 miles thereof. 

Oregon (Tillamook)—MC 37563, Sub. 1, Emil Jossy, C. R. 
Jossy and Chester O. Knowlton, dba Tillamook-Portland Auto 
Freight, extension—alternate route. Joint board 172. Served 
Nov. 4. Certificate proposed. General commodities, with ex- 
ceptions, between Portland, Ore., and Tillamook, Ore. Twenty- 
five days for exceptions. 

Georgia (Atlanta)—-MC 34675, Sub. 4, A. A. A. Highway 
Express, Inc., extension—army depot, Ga. Joint board 101. 
Served Nov. 4. General commodities, with exceptions, between 
Atlanta and Atlanta General Hospital and U. S. naval air 
training base over U. S. highway 23, and between Atlanta and 
U. S. army depot over Ga., highways 42 and 54. 


Ilinois (Chicago)—-MC 30041, Sub. 1, Amstadter Storage & 
Van Co., Inc., extension—household goods. Examiner T. M. 
Hanrahan. Served Nov. 4. Denial of certificate proposed. 
Specified commodities between Chicago, Ill., and points within 
50 miles thereof, on the one hand, and points in Md., N. C., 
S. C., Va., and D. C., on the other. 


Wisconsin (Madison) —MC 26519, Sub. 8, Wheeler Trans- 
portation Co., extension—Twin City ordnance plant. Joint 
board 145. Served Nov. 4. Certificate recommended. General 
commodities, with exceptions, serving the site of the Twin City 
ordnance plant in Mounds View township, Ramsey county, 
Minn., as an off-route point in connection with applicant’s 
present operations. Hearing on request. Thirty days for ex- 
ceptions. 


Minnesota (St. Paul)—-MC 17481, Sub. 5, Ernest E. Moore, 
dba Moore Motor Freight Lines, common carrier application. 
Joint board 145. Served Nov. 4. Certificate recommended. 
General commodities, with exceptions, between St. Paul and 
Minneapolis, Minn., on the one hand, and the Twin City ordnance 
plant, in Mounds View township, Ramsey county, Minn., on the 
other. Hearing on request. Thirty days for exceptions. 


Texas (Sweetwater)—-MC 102534, Jack Moreland, common 
carrier application. Joint board 77. Served Nov. 1. Denial, 
for want of prosecution, proposed. Specified commodities be- 
tween points in specified Texas counties, over irregular routes. 

Illinois (Chicago)—-MC 102237, V. Mattsen, dba Mattsen 
Bros., common carrier application. Examiner T. M. Hanrahan. 
Served Nov. 1. Denial, for want of prosecution, proposed. 
Household goods and office furniture between Chicago and 
points within 550 miles thereof, on the one hand, and, on the 
other, points in 23 designated states and the District of 
Columbia, over irregular routes. 

Texas (Sonora)—MC 102057, Fred Nichols, common car- 
rier application. Joint board 77. Served Nov. 1. Denial, for 
want of prosecution, proposed. Specified commodities between 
points in designated Texas area, over irregular routes. 

Connecticut (New Haven)—-MC 76439, Sub. No. 1, Jack 
Lubin, dba Merchants Express, common carrier extension. 
Examiner A. J. Ormond. Served Nov. 1. Denial proposed. 
Household goods and office fixtures between New Haven, on 
the one hand, and, on the other, points in the Carolinas, Ga., 
Fla., O., Mich., Ind., and IIll., over irregular routes. 

Connecticut (Plainville)—-MC 57629, Sub. No. 1, William 
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H. Cosseboom, common carrier extension. Examiner A. J, 
Ormond. Served Nov. 1. Certificate proposed. Household goods 
between Plainville and points within five miles thereof, on the 
one hand, and, on the other, points in Me., N. H., Vt., Mass,, 
R. L, N. Y., and N. J., over irregular routes. 

Massachusetts (Arlington)—-MC 41936, Christine B. John- 
son, dba Back Bay Transportation, common carrier applica- 
tion. Examiner H. G. Kurtz. Served Nov. 1. Denial, under 
grandfather clause, proposed. General commodities between 
points in Mass., N. H., R. L., and N. Y., over irregular routes, 

Connecticut (New Haven)—MC 30262, Sub. No. 3, Edward 
Onofrio and Samuel Onofrio, dba E. & S. Trucking Co., common 
carrier extension. Joint board 227. Served Nov. 1. Denial 
proposed. Specified commodities between Middletown and New 
Haven, Conn., over specified routes. 

Texas (Borger)—MC 654, Sub. No. 1, J. B. Moser, common 
carrier extension. Examiner James C. Cheseldine. Served Noy. 
1. Certificate proposed. Houses, except knocked-down houses, 
between points in designated areas of Texas, New Mexico, Okla- 
homa and Kansas, over irregular routes. 

New York (Binghamton)—MC 102351, John J. Connelly, 
dba Terminal Transportation Service, common carrier applica- 
tion. Examiner Harold L. Seaman. Served Nov. 6. Certificate 
recommended. General commodities, with exceptions, between 
Binghamton, N. Y., on the one hand, and Endicott, Johnson 
City, and Hillcrest, N. Y., on the other. 


T. & N. 0. ABANDONMENT 
Subject to retention by the Commission of jurisdiction to 
give consideration in the interest of adversely affected em- 
ployes should the Supreme Court of the United States decide 
in the case now pending that the Commission is vested with 
such powers under section 1 (18) of the interstate commerce 
act, Examiner Jerome K. Lyle in a proposed report in Finance 
No. 13330, Texas & New Orleans abandonment, has recom- 
mended that division 4 find that the present and future public 
convenience and necessity permit abandonment by the com- 
pany of its branch line extending approximately 14.65 miles 
from Luling to Lockhart, in Caldwell county, Tex. The aban- 
donment was opposed by railroad labor organizations because 
it would result in the displacement of certain employes. The 
examiner said the record showed that the branch had been 
operated at substantial losses, that little use was made of it 
by the local public, and that there appeared little likelihood 

of increased use being made of it in the future. 


P. M. ABANDONMENT 


In a proposed report in Finance No. 13349, Pere Marquette 
Railway Co. abandonment, Examiner A. G. Nye has recom- 
mended that the Commission, division 4, find that the present 
and future public convenience and necessity permit abandon- 
ment by that railway of its branch extending approximately 
30.06 miles from a point of connection with a main line at Tap- 
pan westerly to Almont, in St. Clair and Lapeer counties, Mich. 
The branch has been operated at substantial losses over an ex- 
tended period of time, and, according to Examiner Nye, “even 
if the present volume of traffic obtains, these losses will con- 
tinue or possibly increase because of anticipated increases in 
the cost of maintenance. He said other rail service was reason- 
ably close to the line and because of the network of improved 
highways throughout the area extending to those other rail 
heads, the granting of the application would not result in any 
serious public inconvenience. The net salvage value of the 
removable property is estimated at $82,400. 


T. & F. S. ABANDONMENT 


Examiner A. G. Nye, in a proposed report in Finance No. 
13375, Texarkana & Fort Smith Railway Co., et al., abandon- 
ment, has recommended that the Commission, division 4, find 
that the present and future public convenience and necessity 
permit abandonment by the Texarkana & Fort Smith, and 
abandonment of operation by the Kansas City Southern, of 
that part of the “old line’ extending from Bear Creek Junction 
to a point about 1,800 feet north of the station at Horatio, 
approximately 5.6 miles, in Sevier county, Ark. 

Texarkana’s line of railroad forms a line in the route of the 
Kansas between Kansas City, Mo., and the Gulf of Mexico. 
One of the projects which the applicants completed as part of a 
grade-reduction program in 1941, the report said, was the con- 
struction of 8.48 miles of main track from Neal Springs to Bear 
Creek Junction, Ark. This track, according to the report, 1s 
1.1 miles longer than the old line, and located about 2.82 miles 
to the south thereof. Because of more favorable grades, it said, 
the new line permitted the handling of 5,000 ton trains, whereas 
the same motive power was able to handle only 1,600 tons over 
the old line. Abandonment of the line in question was sought, 
according to the report, because it constituted an unnecessary 
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duplication of facilities, entailed expensive and _ difficult train 
operation, and “serves no useful purpose.” The southernly 
1.75 miles of the old line, it said, would remain in service so 
as to afford what would amount to branch-line service to 
Horatio from Neal Junction. The record showed, the examiner 
said, that if the application was granted the applicants would 
provide automobile service for passengers to and from Neal 
Junction whenever necessary and establish suitable passenger 
accommodations there. 

“Under the proposed arrangement,” says the report, “Hora- 
tio will be deprived of main-line rail service, but this disad- 
vantage, if any, will be overcome largely by the accommoda- 
tions which the applicants will provide at Neal Junction and 
by the continued operation of the segment of line between those 
points. Substantial savings will be effected by confining opera- 
tions to a single main line without sacrificing any revenues from 
the Horatio business.” ; 


Ss. & N. Y. ABANDONMENT 

Examiner T. K. Carpenter, in a proposed report in Finance 
No. 13285, Susquehanna & New York abandonment, has rec- 
ommended that the Commission, division 4, issue a certificate 
permitting abandonment, as to interstate and foreign com- 
merce, by the Susquehanna & New York of its entire line ex- 
tending from Towanda to Marsh Hill Junction, 42.16 miles, 
in Bradford, Sullivan, and Lycoming counties, Pa., and aban- 
donment of operation under trackage rights over the line of 
the Pennsylvania between Marsh Hill Junction and West 
Williamsport, Pa. The abandonment was opposed by the 
Williamsport Community Trade Association, Laurie Electric 
Co., Dayton Milling Co., and James E. Meredith, Jr., L. C. 
Tomkins, Baumaunk & Son Lumber Co., the Brotherhood of 
Locomotive Firemen and Enginemen and the Brotherhood of 
Railroad Trainmen. 

The examiner said the applicant had sustained substantial 
losses over a period of years, and the record did not indicate 
any prospect for material improvement in the future. How- 
ever, he said, the protestants or any other person, firm, or 
corporation should be accorded the opportunity to provide 
themselves and/or the public with railroad service should 
they desire to do so. Therefore, he said the certificate should 
be issued on condition that within 40 days the Susquehanna & 
New York “shall sell the line or any part thereof, to any re- 
sponsible person, firm, or corporation offering to purchase it 
for continued operation at a price not less than its fair net 
salvage value.” He also said the Commission’s certificate 
should provide for retention by the Commission of jurisdiction 
to give consideration in the interest of adversely affected em- 
ployes should the Supreme Court of the United States decide 


in the case now pending that the Commission has such juris- 
diction. 


Michigan Truck Lime Merger 


Merger into United Trucking Service, Inc., of Port Huron, 
Mich., of operating rights and property of West Branch Motor 
Express, Inc., of Bay City, Mich., would be authorized by the 
Commission and an investigation instituted by division 4 to 
determine whether the two carriers were controlled and man- 
aged in a common interest, in violation of section 5(4) of the 
act, would be discontinued if the Commission were to accept 
recommendations made by Examiner John S. Higgins, of the 
section of finance, Bureau of Motor Carriers, in a proposed re- 
port in MC F1494, United Trucking Service, Inc., purchase, 
West Branch Motor Express, Inc., embracing MC F1516, United 
Trucking Service, Inc., investigation of control, West Branch 
Motor Express, Inc. The proposed report was served Oct. 31. 

United Trucking Service, Inc., said the examiner, had au- 
thority to operate as a common carrier of general commodities 
over many regular routes in Michigan, Ohio and Indiana, and 
controlled through stock ownership Allen Motor Freight, Inc., a 
common carrier of property operating between Detroit and 
Port Huron. West Branch, he said, had common carrier rights 
for transportation of general commodities over a regular route 
between Detroit and Bay City, Mich., duplicated by a route over 
Which United operated. The former had intrastate rights over 
that route while the latter did not, he observed. 

As to the question of unlawful control and management, the 
examiner said that Frank B. Fullmer, sole stockholder of West 
Branch, had entered into an agreement with United under 
Which he agreed to sell his stock interest for $10,000 and West 
Branch’s equipment for $5,000. The agreement provided, 
further, he said, that Fullmer would arrange “a meeting of 
stockholders of West Branch” at which O. J. Richards and 
Rudolph J. Inman, president and attorney, respectively, of 
United, would be elected president and secretary, respectively, 
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of West Branch, and that Fullmer would execute a proxy au- 
thorizing Richards to vote the stock, pending approval by the 
Michigan regulatory body and the Commission, after the placing 
in escrow of stock and certificate of transfer. Fullmer executed 
the proxy, and on Jan. 6, 1941, Richards and Inman were elected 
president and secretary, respectively, and assumed active con- 
trol and management of operations of West Branch, said the 
report. It was clear, the examiner added, that the two truck 
lines were controlled and under management in a common in- 
terest on and subsequent to Jan. 6, 1941. That situation no 
longer obtained, however, he said, as subsequent to the in- 
stitution of the investigation in MC F1516 on April 14 the 
parties took certain steps to bring the unlawful control and 
management to an end. Fullmer had been reelected president 
and secretary of West Branch and had resumed management 
and control, use of common employes had been discontinued, 
and United and West Branch had entered into an entirely new 
and revised agreement, he observed. 


CANDY FOR THE ARMY 


Memphians have received information leading them to be- 
lieve they can sell candy to the government for use as rations 
for the soldiers receiving their supplies in the New York area. 
They have persuaded the southern railroads that the trade will 
amount to several carloads a month and that they can get the 
traffic by making a rail and water rate applicable over present 
routes of 81 cents a hundred pounds. That is the rate over 
the all-water route. They desire a rate northbound the same 
as the water rate on southbound traffic. The proposed rate of 
81 cents would displace an all-water class rate of 100 cents a 
hundred pounds. 

Desiring to oblige the shippers desirous of furnishing candy 
or confectionery for the soldiers, the southern railroads, by 
J. G. Kerr, in fourth section application No. 19396, ask per- 
mission to establish the rate of 81 cents between Memphis, 
Tenn., and New York, N. Y., without cutting it at intermediate 
points, where there is no water line competition, to enable 
them to meet the water competition. The all-water rate from 
or to New York applies via the Pan-Atlantic Steamship Co., 
to or from New Orleans, and the Mississippi Valley Barge Line 
or the government’s barge line to or from Memphis. 


“GRANDFATHER” RIGHTS MOTOR CASE 


Contract Carriers, Inc., has filed a motion with the Com- 
mission to strike the briefs filed by the protestants Central 
Motor Freight Association, common carrier division, by Ferdi- 
nand Born, Keeshin Motor Express Co., Inc., and Seaboard 
Freight Lines, Inc., by Floyd F. Shields and Zachary D. Ford, 
Jr., Pennsylvania Truck Lines, Inc., by Harry E. Yockey, in 
MC 13777 and MC 13777, Sub. 1, applications of Contract Car- 
riers, Inc., on the ground that matters had been incorporated 
in the briefs which were not a part of the record (see Traffic 
World, Oct. 25, p. 1071). 


The movant said, however, if the Commission found that 
its request was too drastic and would result in the elimination 
of germane and proper portions of such briefs, or would unduly 
delay the proceedings, that counsel involved be required to 
eliminate the portions objected to by excision, obliteration or 
other suitable and practical method. 


PETITIONS FOR REHEARING, ETC. 

No. 28416, Archer-Daniels-Midland Co. et al. vs. Alton et al. Com- 
plainants ask reconsideration by Commission of report and order and 
for reargument. 

Ex Parte MC 20, trunk line territory motor carrier rates. Middle 
Atlantic States Motor Carrier Conference, Inc., asks modification of 
order of February 19 to the extent that that portion of the order ap- 
pearing in the first paragraph at sheet 3 thereof, which reads as fol- 
lows: ‘‘Rates on fruits, vegetables, meats, fish, shell fish, juices, soups, 
milk, condiments, table sauces, salad oils and dressings, sandwich 
spreads, and other foods for human or animal consumption, in cans 
or glass containers, between all points in the territory,’’ be immediately 
amended to read as follows: ‘‘Rates on foodstuffs, canned, preserved 
or prepared, and other articles (not cold pack) specified in List 5 in 
MF I. C. C. No. A-10, Middle Atlantic States Motor Carrier Conference, 
Inc., Agent.”’ 

1. & S. M-1541, rubber goods, Denver to Kansas City. Respondent, 
Hall Motor Freight Co., asks vacation of order of suspension. 

Ex Parte MC 20, trunk line territory motor carrier rates. Harold 
R. Hill asks that petitioner’s rates filed on January 24, which became 
effective February 24, remain in force in the transportation of canned 
goods and foodstuffs from Swedesboro, N. J., and Philadelphia, Pa., 
to points and places in New York, regardless of the decision of the 
Commission in the outcome of the hearing held in Washington on Sep- 
tember 16 before Examiner Sullivan. 

Ex Parte MC 22, motor carrier rates in New England. Laube-In- 
terstate Corporation asks modification of order of August 3, 1938, as 
amended, so as to permit publication and maintenance hereafter by 
petitioner and other respondent motor carriers who may desire to 
take like action of rates on building and roofing materials as described 
in Commodity Lists Nos. 5 and 18 of Agent Earle C. Doebener’s MF 
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I. C. C. No. 81, from Lyndhurst, N. J., to all points in Massachusetts 
and Rhode Island taking rate bases as named in Items 1360 to 1373, 
inclusive, of Agent Earle C. Doebener’s MF I. C. C. No. 79 (presently 
as published in Items 590 and 600 as amended in Supplement No. 14 
to Agent Earle C. Doebener’s MF I. C. C. No. 54); and rates on build- 
ing and roofing materials as described in Item 6530 of Agent Earle C. 
Doebener’s MF I. C. C. No. 79 from Lyndhurst, N. J., to all points 
in Connecticut taking Rate Bases as named in Item 6532 of Agent Earle 
C. Doebener’s MF I. C. C. No. 79 (presently published in Items 3910B 
and 3911D of Supplement No. 31 to Agent Earle C. Doebener’s MF 
I. C. C. No. 50, and Item 3912 of Agent Earle C. Doebener’s MF I. C. C. 
No. 50); such rates to be the same as presently published in the named 
tariff items from East Rutherford, N. J., to the same points of des- 
tination as hereinabove referred to. 

1. & S. M-1800, beans or peas, dried, between Colorado and Okla- 
homa points. John William Law, dba Law Motor Lines, respondent, 
asks Commission to reconsider and vacate its order, dated September 4. 

MC F-1675, Watson Bros. Transportation Co., Inc., purchase, Oage 
Nielsen. Watson Bros. Transportation Co., Inc., asks that it be per- 
mitted under section 210a(b) of part II of the interstate commerce act 
to operate under lease for a period not exceeding 180 days, the rights 
granted Oage Nielsen of Maryville, Mo., under certificate MC 63511. 

Finance No. 12928, application of Galesburg & Great Eastern for 
certificate for an extension of its existing line in Knox and Stark 
counties, Illinois. Galesburg & Great Eastern asks rehearing and 
reconsideration by entire Commission of report of division 4 denying 
application of said railroad to construct extension in Knox and Stark 
counties, Illinois. In a separate petition, Midland Electric Coal Cor- 
poration, intervener, asks rehearing and reconsideration of report of 
Commission denying application of Galesburg & Great Eastern. 

Finance No. 7873, application of Elkhart & Santa Fe for authority 
to construct lines in Cimarron County, Okla., and Union and Colfax 
counties, N. M. Elkhart & Santa Fe asks Commission to extend time 
for completion of line described in application and in certificate here- 
tofore entered herein so that the same will expire January 1, 1944. 

Ex Parte MC 20, trunk line territory motor carrier rates. In a 
second petition, Crown Motor Freight Co. asks Commission to reopen 
proceeding for reconsideration and modification of outstanding orders 
so as to permit publication of rates on rayon yarn, rayon fibre, 
N. O. I. B. N., synthetic fibre, N. O. I. B. N., or synthetic fibre yarn, 
in bags, barrels or boxes, or on wrapped beams, loose or in crates, 
in truckloads, minimum weight 24,000 pounds as set forth in petition. 

Ex Parte MC 20, trunk line territory motor carrier rates. Wm. S. 
Scull Co., Holcomb Freightways and Richards Motor Freight Lines 
ask that existing and outstanding orders be modified as promptly as 
possible to permit immediate publication on green and roasted coffee 
in truckloads of 28 cents a 100 pounds, 30,000 pounds minimum truck- 
load weight, from Camden, N. J., and Philadelphia, Pa., to Rochester, 
m.. 2. 

MC FC-30186, Charles C. Boynton, lease, McDowall Transport, Inc.; 
and MC 93890, application of McDowall Transport, Inc. Paul L. But- 
ler asks authority to intervene. 

No. 13535 et al., Consolidated Southwestern Cases. Southwestern 
lines, defendants, ask modification of findings and orders specifically 
to eliminate cells, electrolytic chlorination, concrete reinforced, or 
parts thereof. in straight or mixed carloads. 

Finance No. 13416, application of Illinois Central for certificate 
authorizing abandonment of its line extending from a point near Belle- 
ville, Ill., to North Dupo, Ill., ete. Casper Stolle Quarry and Con- 
tracting Co. asks leave to intervene and protest against the abandon- 
ment prayed for in the application. 


Finance No. 12928, application of Galesburg & Great Eastern for 
certificate for an extension of its existing line in Knox and Stark 
counties, Illinois. Northern Illinois Coal Corporation asks rehearing 
and reconsideration by entire Commission of report of division 4 deny- 
ing application. 


FINANCE APPLICATIONS 


Finance No. 13521. Nevada Copper Belt Railway Co. asks authority 
to purchase the properties of the Nevada Copper Belt Railroad Co., 
for $105,200, that being the amount of the bid the applicant submitted 
at a foreclosure sale authorized by the federal court of Nevada. 

Finance No. 13522. Nevada Copper Belt Railway Co., asks au- 
thority to issue 11,458 shares of its capital stock in connection with 
the purchase in Finance No. 13421. 

Finance No. 13523. Atlantic Coast Line Railroad Co., asks au- 
thority to abandon its branch line from Eutawville, but not including 
Eutawville, to and including Ferguson, S. C., 5.6 miles because of in- 
sufficient traffic. 

Finance No. 13290. Supplemental. New York, Chicago & St. Louis 
Railroad Co. asks the Commission for authority to extend the date 
of maturity of all or any part of $3,000,000 principal amount of Lake 
Erie & Western Railroad Co. second mortgage 5 per cent bonds due 
July 1, 1941, and to assume obligation and liability as primary obligor 
in respect of the bonds as so extended and to pledge and repledge all 
or any part of the bonds to secure short term obligations. 

Finance No. 13517. Chicago & North Western, by its trustee, asks 
authority to abandon and dismantle its branch extending approxi- 
mately 9.13 miles from a point south of mile post 250 to survey station 
482 plus 92, in Oneida and Forest counties, Wis., because of depletion 
of timber resources. 

Finance No. 13518. Chicago & North Western, by its trustee, asks 
authority to abandon and dismantle its branch extending approximately 
8.69 miles from a point south of the depot at Koepenick, Wis., to sur- 
vey station 406 plus 82, in Langlade County, Wis., because of deple- 
tion of timber resources. 

Finance No. 13519. Chicago & North Western, by its trustee, asks 
authority to abandon and dismantle the segment of its branch extend- 
ing approximately 8.2 miles from a point near depot at Sanborn to 
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a point near Wanda, Minn., in Redwood County, Minn., because of 
less from operation. 

MC F-1700. John Ruan, Des Moines, Ia., asks authority to pur. 
chase operating rights of Central Freightways, Inc., Des Moines. 

MC F-1701. Mountain Transit Corporation, Newark, N. J., asks 
authority to purchase rights and certificate, MC 1140, of Consolidated 
Mountain Lines, Inc., Clifton, N. J. 

MC F-1702. Sidney Engelhardt, Rutherford, N. J., and New Jersey- 
New York Transit Co., Inc., Paterson, N. J., asks authority to acquire 
control of Mountain Transit Corporation, Newark, N. J., through pur- 
chase of 45 and 225 shares of its common capital stock, respectively, 
for a total consideration of $40,500. 

MC F-1703. A. G. Boone & Co., Atlanta, Ga., asks authority to 
purchase operating rights of A. G. Boone Co., Atlanta, Ga. 

Finance No. 13520. Illinois Central Railroad Co. asks authority to 
abandon a line owned and operated by it, extending 57.36 miles from 
Red Oak. Ill., to Dodgeville, Wis. Applicant says the line in ques- 
tion has operated ‘‘at a substantial deficit for a number of years; that 
revenues derived therefrom have varied but little since 1934; that there 
is little prospect that this situation will change; that termini of the 
line will continue to be served by railroad, Red Oak by applicant and 
Dodgeville by the Chicago & North Western, and that the other eight 
towns on the line are all on improved highways generally parallel to 
the line for its entire length. 

MC F-1705. Flying Eagle-Whiteway Lines, Inc., New York, N. Y., 
asks authority to purchase operating rights of New England Trans- 
portation Co., Boston, Mass. 

MC F-1706. Herrin Transportation Co., Houston, Tex., asks au- 
thority to purchase motor operating rights and properties of Wald 
Transfer & Storage Co., Houston, Tex., and temporarily to operate. 


UNCONTESTED FINANCE CASES 

Report and certificate in F. D. No. 13399, Minnesota, Dakota & 
Western Railway Co. abandonment of operation, permitting abandon. 
ment of operation, under trackage rights, over the track of the Inter- 
national Lumber Co., in Koochiching County, Minn. Approved. 

Report and certificate in F. D. No. 13464, Roby & Northern Rail- 
road Co., abandonment, permitting abandonment, as to interstate and 
foreign commerce, by the Roby & Northern Railroad Company, of 
its entire line of railroad in Fisher County, Tex. Approved. 

Supplemental report and order in F. D. No. 11510, Chicago Heights 
Terminal Transfer Railroad Co. bonds, modifying prior order so as 
to permit the modification of the terms of $509,000 of first-mortgage 
bonds, series due 1967, so as to provide for the payment of additional 
sums into the sinking fund for these bonds. Approved. 


SIGNAL SYSTEMS 


The Southern; Chicago & Eastern Illinois; New York Cen- 
tral; Union Pacific; St. Louis-San Francisco; Chicago, Burling- 
ton & Quincy; Gulf, Colorado & Santa Fe; Chicago, St. Paul, 
Minneapolis & Omaha; Norfolk & Western; Southern Pacific 
Co.; Florida East Coast: and Northern Pacific have filed appli- 
cations with the Commission for approval of proposed modifi- 
cations of signal systems or devices under section 25(b) of the 
interstate commerce act. Any interested party desiring hear- 
ing should advise the Commission and applicant in writing 
within 20 days from October 31. 

The Southern Pacific Co.; Pennsylvania; Southern; Chi- 
cago, Rock Island & Pacific; Chicago, Milwaukee, St. Paul & 
Pacific; Atlantic Coast Line; Chesapeake & Ohio; and Reading 
Co. have filed applications with the Commission for approval of 
proposed modifications of signal systems or devices under sec- 
tion 25 (b) of the interstate commerce act. Any interested 
party desiring hearing should advise the Commission and 
applicant in writing within 20 days from November 5. 

The Chicago, Burlington & Quincy; Terminal Railroad As- 
sociation of St. Louis; Pennsylvania; Quanah, Acme & Pacific; 
Pere Marquette; Baltimore & Ohio; and Northern Pacific have 
filed applications with the Commission for approval of proposed 
modifications of signal systems or devices under section 25(b) 
of the interstate commerce act. Any interested party desiring 
hearing should advise the Commission and applicant in writing 
within 20 days from November 6. 


NEW HAVEN REORGANIZATION 

Two applications involving membership of the protective 
committee for bonds of the Old Colony Railroad Co. have been 
filed in Finance No. 10992, New York, New Haven & Hartford 
Railroad Co. reorganization. One of the applications, asking 
for authority to act as a member of the protective committee, 
was filed by John E. Walker. He says he was elected Oct. 24 
as a committee member to fill a vacancy created by the resigna- 
tion of Robert F. Nutting; that he (Walker) has resigned as 
secretary of the protective committee, and that he is employed 
at Boston, Mass., in the OPM priorities division. The other ap- 
plication, filed by the protective committee, asks approval by 
the Commission of Normal S. Everett, of Newton, Mass., as 
secretary of the committee, and shows that he has served as 
manager of private investment funds on a profit-sharing basis 
and has been employed in solicitation of consents of security 
holders in connection with recapitalization or reorganization 
of the Great Northern Railroad, Phoenix Securities Corporation 
and Alleghany Corporation. 
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November 8, 1941 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-1852, the Commission has suspended from 
October 31 until May 31 the operation of certain schedules 
published in supplement No. 1 to tariff MF I. C. C. No. 3 of 
Peter Matoz, Chicago, Ill. The suspended schedules proposed 
to reduce to 129 cents a hundred pounds a present rate of 132 
cents, on buttons and related articles, and to reduce to 106 
cents a hundred pounds a present rate of 110 cents on elec- 
trical fixtures or parts thereof, less-than-truckload, from New 
York, N. Y., to Chicago, Il. 

In I. and S. M-1853, the Commission has suspended from 
Nov. 1 until June 1 the operation of certain schedules as pub- 
lished in tariff MF I. C. C. No. 2 of Michael F. Russo, Cranston, 
R. I. The suspended schedules proposed to establish reduced 
any-quantity commodity rates on solid fuels (coal and coke) 
from Providence, R. I., to 22 Massachusetts and seven Con- 
necticut points, also to Tiverton, R. I., and a new any-quantity 
rate from Pawtucket, R. I., to Wrentham, Mass. The following 
is illustrative: 


From Providence to Danielson, Conn.: Anthracite coal—Present, 
115+; proposed, AQ, 103. Anthracite coke—Present, 1157; proposed, 
AQt, 103. Bituminous coal—Present, 115*; proposed, AQ¢, 103. 

+ Per ton, 2,000 pounds, minimum 14,000 pounds. * Per ton, 2,240 
pounds, minimum 15,680 pounds. {Per ton, 2,000 pounds. AQ—Any- 
quantity. 


In I. and S. M-1854, the Commission has suspended from 
Nov. 1 until June 1 the operation of all schedules published in 
schedule MF I. C. C. No. 2 of Louis D. Hollander, York, Pa. 
The suspended schedules proposed to establish reduced any- 
quantity minimum charges on various commodities from York, 
Pa., to Hagerstown, Md., Martinsburg, W. Va., Front Royal, 
Harrisonburg, Staunton and Waynesboro, Va. The following 
is illustrative, rates in cents a trip, except as noted: 


Building contractors’ and miscellaneous building supplies. From 
York, Pa., to Waynesboro, Va. Present, a8100; proposed, 2025. From 
York, Pa., to Hagerstown, Md. Present, b4500; proposed, 1500. 

a—Covers transportation from York, Pa., to Front Royal, Harrison- 
burg, Staunton and Waynesboro, Va. b—Covers transportation from 
York, Pa., to Shippensburg, Pa., Hagerstown, Md., and Martinsburg, 
W. Va. 

In I. and S. M-1855, the Commission has suspended from 
November 3 until June 3 the operation of certain schedules as 
published in tariff MF-I. C. C. No. 5 of Earl A. Benning, Wau- 
mandee, Wis. The suspended schedules proposed to establish 
new less-truckload and 3,000-pound rates of 10 and 7% cents 
a 100 pounds, respectively, on vegetables and wool from the 
Buffalo county townships of Belvidere, Buffalo, Cross, Glencoe, 
Lincoln, Milton, Montana, and Waumandee, and the township 
of Arcadia in Trempealeau County, Wis., to Winona, Minn., and 
points in Minnesota within five miles of Winona. 


In I. and S. M-1857, the Commission has suspended from 
November 5 until June 5 the operation of certain schedules 
as published in supplement No. 115 and supplement No. 116 to 
joint tariff MF I. C. C. No. 83 of Mid-Western Motor Freight 
Tariff Bureau, Inc., Kansas City, Mo. The suspended schedules 
proposed to establish an exceptions rating of 40 per cent of 
first class, minimum 30,000 pounds, in lieu of present classifi- 
cation rating of 45 per cent of first class, minimum 15,000 
pounds, on cordage between Illinois Freight Association terri- 
tory and the southwest. 


In I. and S. M-1856, the Commission has suspended from 
November 5 until June 5 the operation of certain schedules as 
published in tariff MF I. C. C. No. 6 of E. P. Miles, dba Flying 
Cloud Express, Exmore, Va. The suspended schedule proposed 
to establish a new commodity rate of 30 cents, minimum 10,000 
pounds, on lubricating oils and greases, from Marcus Hook and 
Philadelphia, Pa., to Norfolk, Va. 


In I. and S. M-1858, the Commission has suspended from 
November 6 until June 6, the operation of certain schedules as 
published in schedule MF-I. C. C. No. 3 of Ralph D. Hart, dba 
Hart Trucking Co., Union City, Ind. The suspended schedules 
proposed to establish new and reduced minimum charges on 
canned goods, any-quantity, from Gaston, Ind., to Chicago, I]1., 
In lieu of present higher, minimum 18,000 pounds and less- 
truckload, minimum charges on canned tomatoes. 

In I. and S. M-1859, the Commission has suspended from 
November 6 until June 6, the operation of certain schedules 
as published in tariff MF-I. C. C. No. 2 of L. Philip Guay, dba 
(P. & O. Express) Plattsburg and Ogdensburg Express, Malone, 
N, Y. The suspended schedules proposed to establish reduced 
less-tnan-truckload and truckload classification exceptions rat- 
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ings on various commodities applicable between points in Clin- 
ton, Franklin and St. Lawrence Counties, N. Y. To illustrate, 
ratings of 50 and 35 per cent of first class, less-than-truckload 
and truckload, minimum 15,000 pounds, respectively, were pro- 
posed in lieu of present higher classification ratings. 

In I. and S. M-1860, the Commission has suspended from 
November 6 until June 6, the operation of certain schedules 
as published in schedule MF-I. C. C. No. 12 of James E. Stamps 
and William J. Stamps, dba Stamps Brothers, Boonville, Ind. 
The suspended schedules proposed to establish a new rule 
governing split-deliveries at no additional charge, at points in 
Indiana, Illinois, Kentucky, Missouri, Ohio and Wisconsin; and 
to reduce from 33 cents to 32 cents a 100 pounds from Canton 
and Chicago, Ill., and from 36 cents to 34 cents a 100 pounds 
from Rock Falls, Ill., with no change in the present minimum 
of 10,000 pounds, the minimum charges on agricultural imple- 
ments to Washington, Ind.; also to establish a new minimum 
charge of 28 cents a 100 pounds, minimum 15,000 pounds, ap- 
plicable on empty glass bottles and jars, from Alton, IIl., to 
Cincinnati, O. 


Trunk Line Motor Canned Goods 


In answer to a score or more petitions the Commission, 
by division 5, has reopened Ex Parte MC 20, trunk line terri- 
tory motor carrier rates for hearing on proposals to change 
the minimum rates prescribed in that case. Two orders of re- 
opening, one dated Oct. 20 and the other dated Oct. 30 were 
promulgated by the Commission Nov. 1. 

One of the proposals which is expected to bring forth 
much testimony is to establish rates on canned goods, minimum 
36,000 pounds, equal to about 89 per cent of the rates on the 
minimum weights first established so as to enable the truck 
carriers to compete with the railroads on about the same rate 
terms. The National Industrial Traffic League, among others, 
is opposed to the idea. 

Hearings in the case are to be held by Examiner Fred H. 
Schweickhardt in November and December. The first reopen- 
ing order was on petition of the National Trucking and Stor- 
age Co., Inc. The examiner is to hold a hearing with respect 
to the matters mentioned in that petition in Washington, Nov. 
13 in the Commission’s offices. Hearings on the matters set 
forth in other petitions are to be held by Examiner Schweick- 
hardt Dec. 1, at the Hotel St. George, Brooklyn; at Philadelphia, 
rn Dec. 4; at Washington, Commission offices, 
Dec. 8. 

Supporting petitions for permission to make, among other 
things, reduced minimum rates on canned goods on shipments 
weighing 36,000 pounds or more, equal to about 89 per cent 
of the rates originally prescribed by the Commission, the 
Middle Atlantic States Motor Carriers Conference, Inc., says 
the proposal is “candidly based upon the intent to meet rail- 
road competition on substantially equal terms.” 

“With equal candor it is urged,’ continues the Confer- 
ence’s brief, “that while some measure of revenue increase 
would be derived from this revised proposal it would probably 
be less than that in contemplation when the original pro- 
posals were made. To the general basis above outlined there 
would be a few exceptions based solely on extraneous competi- 
tive considerations. Some minor differences in groupings are 
also involved.” 

With equal frankness the brief says that as between canned 
goods, on the one hand, and other descriptions of freight, 
on the other, the proposed motor rate structure on this canned 
goods traffic will fail by some margin to contribute its full 
share to the full transportation burden, with fully allocated 
cost. It said the present motor vehicles could and did hold 
very much more than the present truck load minimum of 23,000 
pounds and that the load limit in New York and New Jersey, 
important canned goods states, comfortably allowed loadings of 
36,000 pounds or more in a single vehicle. The lower weight 
limit prescribed by Pennsylvania, it added, did not affect haul- 
age wholly within Philadelphia. Therefore a large portion of 
the canned goods movements in middle Atlantic territory, it 
said, was legally entitled to be loaded as much as or more than 
36.000 pounds in a single vehicle. Moreover, it added, the 
whole trend was toward increases in the permissible load 
limits, the “bottleneck” states seemingly moving in that 
direction. 

Briefs were also filed in this proceeding by the Delmarva 
Motor Carriers Association, the Association of New York 
State Canners, Inc., and the Middle Atlantic Shippers Motor 
Carrier Committee. The Delmarva Association said that the 
basis proposed was reasonable and just, the basis being the 
all-rail level in connection with the minimum of 36,000 pounds 
and 112.5 per cent of the all-rail level in connection‘with a 
minimum weight of 20,000 pounds. 

There could be no real question as to the requirements of 
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the industry for the basis of rates proposed nor as to the 
advantages of those rates to carrier, shipper and consignee 
alike, said the Association of New York State. Canners, Inc. 

The Middle Atlantic Shippers Motor Carrier Committee, 
speaking for itself and the Groceries’ Shippers Committee, 
said the basic position of the shippers on whose behalf the brief 
was filed, was that no minimum order of any kind had been 
justified by the carriers; that the specific form of minimum 
order requested by the Conference carriers—maximum reason- 
able rail rates as minimum reasonable motor carrier rates— 
was particularly objectionable and in violation of the inter- 
state commerce act; that rates so ordered reversed entirely 
the intended administration of rate regulations under the motor 
carrier act and enabled the carriers wholly to evade the or- 
dinary requirement as to burden of proof in connection with 
rates which they initiated. The brief advocated disapproval 
of the petitions in their entirety and requested a proposed 
report. 

The National Industrial Traffic League, in its brief, de- 
clares the motor carriers seek to nullify, by their proposal, the 
fundamental rate making rule of the interstate commerce act. 
It says the proposals represent a step in the movement by 
organized motor carriers in the direction of arbitrarily pub- 
lishing for highway transportation the general railroad bases 
of rates. This movement, it says, has been reflected in the 
position taken by them in a series of proceedings, notably Ex 
Parte MC 14, MC 20, MC 21, MC 22 and MC 23. 

The Commission, through division 5, according to the 
brief, has been going along with that program, apparently 
with growing reluctance, permitting or approving such rates 
of motor carriers on the rail basis “for emergency reasons.” 

“The present proposal further stretches the adoption of 
rail rate basis even further than the Commission has hereto- 
fore approved in its original order in this proceeding,” says 
the brief. “Indeed, this proposal runs directly contrary to the 
expressed conclusions of division 5 as to the matter of mini- 
mum weights. For purposes of this argument, the facts of the 
matter are very simple; the respondent motor carriers adopted 
a truckload minimum weight of 20,000 pounds to govern their 
commodity rate for canned foodstuffs. That weight minimum 
doubtless could be loaded and transported on a single vehicle, as 
a general rule. The rate governed by that minimum was the 
established railroad rate, derived from original fifth class, 
modified under the Ex Parte 123 increase. There is nothing 
really wrong with that minimum truckload weight, and no 
dissatisfaction with it. 

“Now, as a somewhat ingenious and double-barreled propo- 
sition, the carriers propose a new dual rate basis which in- 
volves adoption of the railroad rate and adoption of the rail- 
road minimum weight, but not attaching the one to the other. 
Truckload rates are to be maintained, subject to the 20,000- 
pound minimums, but in amounts per 100 pounds 12% per cent 
higher than heretofore charged. The former truckload rate 
is continued in effect but is made subject to a new minimum 
weight of 36,000 pounds, which cannot be loaded or trans- 
ported on a single motor vehicle, generally speaking. This 
because under state laws and highway regulations vehicles 
with such loads are prohibited; and because, as to most car- 
riers, there are not available vehicles which would take such 
loads. 

“Tf the new dual bases become effective, the shipper who 
tenders 36,000 pounds of canned foodstuffs will have them 
moved by the carrier, not on one but on two or more trucks. 
The economical unit of truck transportation is the single truck 
or trailer, and there are not shown or claimed to be any sub- 
stantial savings or economy in the handling of multiple truck- 
loads against single loads.” 


MOTOR RFC LOAN 


The Brady Transfer & Storage Co., of Fort Dodge, Ia., 
has applied to the Commission, in MC F1704, for authority to 
issue $500,000 in notes to obtain a loan of that amount from the 
Reconstruction Finance Corporation. This is believed to be 
the first application of a motor carrier filed with the Com- 
mission in connection with a loan from the lending agency. 
It was explained that motor carriers having securities less than 
$500,000 could obtain loans directly from the RFC without the 
Commission’s approval, but where securities were $500,000 or 
more Commission approval of the transaction was necessary. 

The proceeds of the notes are to be used to retire part of 
Brady’s equipment obligations, to reduce accounts payable, 
and to improve its cash position. The loan is to be amortized 
in 60 monthly installments, including interest, and bear interest 
at the rate of 4 per cent. 

The proposed loan of $500,000 is a participating loan, that 
is, the RFC will participate with Fruehauf Trailer Co., in making 
the loan, according to the application. Fruehauf, it says, will 
accept participating certificates from the RFC in lieu of Brady’s 
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indebtedness to it. The RFC will furnish cash in the amount of 
its participation, $250,000. 

“Gross income of applicant has increased from $158,307.78 
in 1935 to $2,084,973.27 in 1940,” says the application. “It is 
estimated that gross income for 1941 will exceed $2,250,000, 
During this period substantially no capital funds have been con- 
tributed, and capital requirements have been financed out of 
earnings. Asa result the current position of applicant has been 
impaired.” 


NEW YORK CENTRAL BOAT LINE CASE 


The declaration in the report in No. 28162, Nicholson Uni- 
versal Steamship Co.—ownership (interest of New York Cen- 
tral in Nicholson Universal Steamship Co.), that “the Spokane 
Steamship Co. and the Spokane Steamship Co. are subsidiaries 
of the Nicholson Universal Steamship Co.” (see Traffic World, 
Nov. 1, p. 1132) should have been that the Spokane Steamship 
Co. and the Universal Terminal Co., Cleveland, were sub- 
sidiaries of the Nicholson Universal Steamship Co. 

The Commission has issued three corrected sheets of its 
report in this investigation, and has asked those who received 
mimeographed copies of the report to substitute them for the 
original. The corrected sheets are Nos. 1, 10 and 35. Sheet 1 
has been corrected by changes in the language of the second 
of the two head notes; form of the recitals on sheet 10 has 
been changed and on 35 a case citation has been added. 


NO HEARINGS IN MOTOR CASES 


The Commission also has announced that no public hear- 
ing will be held in connection with the application in MC 
F-1681, C. A. B. Y. Transportation Co., Cleveland, O., pur- 
chase, Bradford-Buffalo Transfer, Inc., Bradford, Pa. It said 
copies of a detailed statement of the routes might be expected 
at its office or at offices of the regulatory authorities of New 
York, Pennsylvania and Ohio. 

The Commission has announced that “unless good cause 
therefor is shown” no public hearing will be held in connection 
with the application in MC F-1678, Southwestern Greyhound 
Lines, Inc., merger, Arkansas Motor Coaches, Limited, Inc.; 
the Greyhound Corporation, control, Arkansas Motor Coaches, 
Limited, Inc. 

Unless good cause is shown, the Commission has announced, 
no public hearing will be held in connection with the applica- 
tion in MC F-1682, Colville Cartage Co., Limited, Toronto, Ont., 
Canada, purchase, Western Freight Lines, Limited, Chatham, 
Ont., Canada, involving motor-vehicle operating rights. 


RATNER EXTENSION HEARING 


Examiner T. M. Hanrahan held a further hearing at Chi- 
cago, November 5 and 6, in MC 78261, Sub. 6, Midwest Transfer 
Company, Maywood, IIl., permit extension. The hearing had 
been continued from October 23 to permit railroad and motor 
common carrier opponents to submit testimony (see Traffic 
World, Oct. 25, p. 1070). 

Most of the hearing November 5 was devoted to testimony 
by a final witness for the applicant. Fred Jestila, assistant 
traffic manager, Johns Manville Products Corporation, Wauke- 
gan, Ill., testified that existing facilities of common carriers 
were insufficient to serve his company’s needs. He said he had 
offered to give a large volume of traffic to common carriers 
providing. those carriers agreed to handle it adequately, but 
said the carriers had not been able so to handle it. The wit- 
ness said the Midwest Transfer would be able to meet the 
shipping needs of his corporation. Similar testimony had been 
presented by other shippers at the previous hearing. 

Representatives of various common carrier truckers took 
the witness stand November 5 and 6 to testify that their com- 
panies maintained fleets of trucks and terminals that were 
adequate to handle the shipping requirements of companies 
which the applicant wished to serve. Similar testimony was 
presented by witnesses for the railroads. 


K. C. S. ACCIDENT 


A rear-end collision between a freight train and a pas- 
senger train on the Kansas City Southern near Shoreline, La. 
August 18, 1941, which resulted in the injury of three pas- 
sengers, two dining-car employes and three train-service em- 
ployes, was caused by an inferior train occupying the malin 
track on the time of a following superior train, according 
to an investigation report of the Commission, written by Com- 
missioner Patterson, No. 2520. The report recommended that 
the K. C. S. establish an adequate block-signal system on its 
southern division, fifth district, and submit to the Commission 
for approval rules and instructions for the proper maintenance 
and operation of such block-signal system. 
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Petroleum Transportation 


To save steel and other metals for the defense program, 
says the petroleum coordinator’s office, Coordinator Ickes has 
recommended that the oil industry discontinue the use of metal 
containers in distributing petroleum and petroleum products. 

Containers made of wood, glass, paper and other materials 
were suggested as practical substitutes. Metal drum manufac- 
turers reported that in 1940 they sold 310,950 tons of steel con- 
tainers to the petroleum industry. It was stated complete fig- 
yres on the normal metal container requirements of the indus- 
try were not available. The recommendation includes tin cans 

tubes. 

“ East coast petroleum inventory figures reported by the 
American Petroleum Institute, said the coordinator’s office, 
showed for the week ended October 25 that stocks of crude 
oil were 819,000 barrels fewer than the corresponding week 
a year ago, stocks of heavy fuel oils, 2,063,000 barrels fewer, 
while stocks of gasoline were 589,000 barrels more than the 
corresponding period last year. Light fuel oil inventories were 
2,775,000 barrels above last year’s figure. 

Three more United States flag oil tankers have been re- 
leased from the British shuttle service to round out the total 
of 15 scheduled for return to normal American service in 
October, the petroleum coordinator has announced. 

The physical return of 12 tank ships had been announced 
previously. Twenty-five more tankers are to be released in 
November, under an agreement reached by the petroleum 
coordinator with representatives of the British government. 

Petroleum Coordinator Ickes announced November 6 that 
thirteen oil companies had shipped 4,094 tank cars of petroleum 
and its products by rail in the east coast area in the week ended 
November 1 and that the average daily delivery was the 
equivalent of 131,625 barrels as compared with 130,050 barrels 
in the preceding week. 


Movement of crude oil by overland facilities, in substitution 
for tankers diverted last spring, increased 138 per cent between 
May and September, according to a report submitted to the 
coordinator by his district one transportation committee. The 
report showed that the shipments into the seventeen Atlantic 
seaboard states by pipeline, barge, tank car and tank truck, in- 
creased from 1,220,000 barrels in May to 2,917,000 barrels in 
September. In the first part of October the increase was 
accelerating so substantially that, if it had continued, it was 
stated, the movement for the month would have reached a level 
estimated at in excess of 4,800,000 barrels. However, the co- 
ordinator’s office said, with the promised return of 40 tankers 
by the British, land shipments had fallen off somewhat. 


In a letter to the Hart subcommittee of the House com- 
mittee on merchant marine and fisheries, investigating the fuel 
shortage, Chairman Land, of the Maritime Commission, after 
referring to the 40 tankers to be returned by the British and 
the commission’s tanker building program and private build- 
ing programs, said it would appear that, purely from a trans- 
portation standpoint, there should not again be reason for a 
petroleum shortage. Under the commission and private build- 
ing programs, said Chairman Land, there was scheduled for 
delivery ten tankers in the last quarter of 1941, eleven and 
fifteen, respectively, in the first and second quarters of 1942. 
Chairman Land said conditions, of course, might change, but 
the main point he was making was that “we are growing 
stronger each month, and, given a reasonable breathing spell 
of today’s conditions, should be more able to meet the next 
emergency than we were in the one now passing.” 


In remarks in the House criticizing Petroleum Coordinator 
Ickes in his handling of the “oil shortage” situation, Repre- 
sentative Fulmer, of South Carolina, submitted a resolution 
adopted by the South Carolina Oil Jobbers Association charg- 
Ing that while independents in the petroleum industry were 
represented on the various regional marketing committees, the 
coordinator’s office was “staffed largely by officers and employes 
of major oil companies who are temporarily on loan and who 
retain their status and compensation from companies that they 
are supposed to regulate.” The association recorded its opposi- 
tion to the practice of the coordinator retaining on his staff 
any employe or officer of any company engaged directly or in- 
directly in the petroleum industry. Representative Fulmer 
Voiced approval of the resolution. 


' The Supply Priorities and Allocations Board has ruled that 
Priority ratings will not be issued for the construction of the 
Proposed “national defense” pipeline. SPAB said the value of 
the pipeline as a defense project was not great enough to 
justify the high priority ratings that would be necessary. It 
Was proposed to build the line to the eastern seaboard. SPAB 
sald it had requested the petroleum coordinator to explore the 
Wssibilities in other methods of getting oil to the seaboard. 
' said its action was not to be taken as rejection of the idea 
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of building any pipelines, but was applied solely to this par- 
ticular project. 





GASOLINE PIPE-TRUCK RATES 


Rail and motor carriers not yet having found a way to 
publish rates on gasoline from outlets of the Southeastern Pipe 
Line Co., the Commission, on special permission application of 
the pipe line company, has granted a further period in which 
the pipe line may publish its scheme of proportional rates (see 
Traffic World, Oct. 18, p. 979). The due date of the pipe line 
tariffs is now Nov. 22, the extensions of the original permission 
being from Sept. 22. 

This making of rates by the rail and motor carrier is 
made complex, so far as motor carriers are concerned, by the 
fact that contract carriers which have heretofore done most of 
the hauling of petroleum products from Atlantic and Gulf ports 
brought thither by tank ships, are contract carriers. Under the 
Commission’s modification of its Rule 31, permitting the making 
of proportional rates by the pipe line for use in connection 
with rail or motor hauls beyond the pipe line outlets, the rates 
are available only to common carriers by motor. 

Because of that limitation several of the motor tank con- 
tract carriers that have been hauling from the ports have asked 
the Commission to change from contract to common carriers. 
Such applications are pending. Until there has been action on 
them the applicants are not in position to publish common car- 
rier rates to be used in connection with the pipe line. Return 
of some tank ships to the American coastal service had eased 
the situation with respect to some of the motor carriers because 
the resumption of tanker service is expected to return traffic 
which the tank trucks can carry as contract carriers. But unti) 
the carriers beyond the pipe line outlets or terminals are ready 
to publish their rates, publication of rates by the pipe line com- 
pany will not be necessary, hence the extension of the time in 
which the Commission says they may publish their rates. 


HEARING ON PIPE LINE QUITTING 


Having an idea that it should have a formal record, the 
Commission, by division 2, has assigned a formal case number, 
No. 28737, application of Phillips Petroleum Co. to with- 
draw pipe line tariffs, to the move of that company to with- 
draw its pipe line from common carrier service because the 
public has not used it, by withdrawing its tariffs from the 
Commission’s files (see Traffic World, Sept. 13, p. 650). Its 
line extends from Borger, Tex., to Indiana Harbor, Ind. There 
is to be a hearing on the subject by Examiner Paul J. Kelley 
in Washington, Dec. 4. The company’s specific request is for 
an order authorizing it to cancel its tariffs and withdraw them 
from the files, so far as they apply between East St. Louis 
and Indiana Harbor. 

This is the first proceeding of its sort. The company, in 
its application, represented that as soon as it obtained private 
rights of way in lieu of some obtained by eminent domain 
it would make a similar application with respect to the part 
of the line between Borger and East St. Louis. It said it 
desired to operate its line as a plant facility as it had done 
before it filed its tariffs, June 27, 1940. Its contention is that 
the public does not require the line and that it has not used 
it = the tariffs by which it offered the line for use by the 
public. 


Under the interstate commerce act, section 1 (b), pipe 
lines are made common carriers by making transportation by 
them subject to regulation by the Commission. When pipe 
lines were included in the category of facilities transportation 
by which was made subject to Commission regulation the oil 
companies that owned them tested the question as to whether 
they could be made subject to regulation in the courts. The 
courts said they could. It has been regarded as notorious that 
they have, to a very large extent, been plant facilities and in 
all the years since they were brought under regulation only a 
few formal cases concerning their service or failure to per- 
form it in accordance with the standards set by the statute, 
have been brought before the Commission. 


Private Tank Car Allowances 


Arguments before the entire Commission were made Nov. 
5, in No. 28515, allowances for privately owned tank cars. At 
times in the argument it seemed that the ultimate question was 
as to whether the profit a shipper made by the use of common 
carrier facilities amounted to a violation of the Elkins anti- 
trust law. The arguments were made by W. F. Williamson 
for the El Dorado Oil Works, producer of cocoanut oil which it 
shipped in tank cars it leased from the General American 
Transportation Corporation which in turn, under a contract, 
paid El Dorado the difference between the rental paid by the 
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oil company and the mileage the railroads paid on the tank 
cars, 1% cents a mile; J. Carter Fort, of the Association of 
American Railroads speaking for the rail respondents; and Allan 
P. Matthew, representing the General American Transportation 
Corporation. 

Ground for the discussion was laid in the proposed report 
made by Examiner F. L. Sharp (see Traffic World, May 17, 
p. 1257). Payment to and receipt by a shipper of mileage 
earnings in excess of the rental due on privately owned tank 
cars, said the examiner, should be found unjust, unreasonable, 
and an unlawful rebate and concession. 

This proceeding had its origin in a suit brought by the 
E] Dorado Terminal Co., a wholly owned subsidiary of the oil 
work company, the original party to the lease whereby the oil 
company obtained cars for its use, the railroads not having 
provided them, to recover from the car company mileage 
allowances the railroads had paid to it as the owner of the 
cars, in excess of the rental El Dorado was to pay for the cars 
it provided because the railroads did not furnish tank cars for 
the transportation of the cocoanut oil. That oil was represented 
as being extremely susceptible to contamination unless the cars 
were unusually well cleaned. 

The district court decided against the oil company. The 
Circuit Court of Appeals reversed the district court. The Su- 
preme Court, in General American Tank Car Corporation vs. 
El Dorado Terminal Co., 308 U. S. 422, laid “this baby” in the 
Commission’s lap, as one of the attorneys said, because the issues 
which had arisen in the litigation were administrative in charac- 
ter and that they were properly to be determined by the Com- 
mission, that is, as to whether the payments to the oil company 
were, or were not, concessions from the rate. 

The car company supported the examiner’s recommenda- 
tions while the oil company took the position that the payments 
could not be a rebate because the oil company was not the 
shipper, it having sold the oil f. o. b. origin, the consignee pay- 
ing the charges. In answer to a question from the bench Mr. 
Williamson admitted that if the consignee refused to pay the 
sight draft attached to the bill of lading and thereby refused to 
accept the goods the oil company would be responsible for the 
freight charges. 


In behalf of the railroads Mr. Fort said the underlying 
question was whether a shipper, lessee of cars, could lawfully 
be paid an allowance which produced a substantial profit to him, 
in connection with the movement of his shipments via railroad 
in private cars owned by an independent car company and used 
by the shipper under contractual arrangements with such a 
company. In short, he asked, “can a shipper-lessee receive an 
allowance in excess of his costs in connection with the furnishing 
of leased cars and thus defeat the freight rate and obtain an 
advantage over other shippers. 


Answering that question he said the Commission should 
adhere to the salutary and wholesome doctrine announced by 
it in the Refrigerator Car Case, 201 I. C. C. 323, in which it con- 
demned allowances in excess of expenses incurred by shippers. 
He said that that case had contributed much to the elimination 
and prevention of abuses in connection with the use of private 
cars. He said the Commission should find that the petitioner, 
having been paid mileage allowances equal to its car rental in 
the period involved, about seven years, and having proved no 
other allowable expense, could not lawfully receive any addi- 
tional payment. 


The examiner’s proposed report is the outcome of the 
reopening of the case as to the action he thinks the Commission 
should take in caring for the baby laid on its doorstep by the 
Supreme Court when it said the matter was one for administra- 
tive action by the Commission. 




































































PROTECTIVE SERVICE CONTRACTS 


With a view to bringing order out of a sort of tower of 
Babel, situation with regard to terms to be used and extent 
of operations to be covered by each, the Commission has called 
a conference for Nov. 12 before Examiner F. L. Sharp in Wash- 
ington in Ex Parte No. 137, contracts for protective service. 
Uniformity both as to the names to be applied to units of pro- 
tective service and the service embraced by each unit is desired. 

The desirability if not necessity for such uniformity grows 
out of the indicated desire of the Commission, expressed in its 
report in this case (see Traffic World, Aug. 16, p. 381) that 
contracts for protective service which shall hereafter be entered 
into by common carriers by railroad or express companies shall 
provide for unit prices, that is, a specified price for each unit 
of service to be performed. In calling the conference the Com- 
mission said discussion with various parties concerned dis- 
closed a wide variety of opinion as to the names to be applied 
to such units. 

“It is desirable,” says the notice calling the conference, 
“that there be uniformity both as to the name of units and 
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the services embraced by each unit. Agreement upon these 
points should be reached before the new contracts that are to 
be submitted on or before Jan. 1, 1942, are prepared.” 

The notice requested carriers and carrier owned or con. 
trolled car lines to send representatives to the conference. § 
as to limit the representatives to a workable number, it sug. 
gested that similarly situated carriers join in the selection of 
persons to represent them. It added that the appointment of 
officials of carrier owned or controlled car lines to represent 
the owning carriers might be desirable. 

It was not contemplated, said the notice, that the specific 
prices to be applied to each unit of service would be determined 
at this conference. 


Cuts in Tin Plate Rates Protested 


Barge lines and other carriers by water and the New (Oy. 
leans Joint Traffic Bureau have filed objections with requests 
for suspension and denial of fourth section relief as to pro- 
posals by Central Freight Association railroads to establish 
reduced rates on tin plate from Pittsburgh, Pa., and points 
grouped therewith, as well as other points in central territory, 
to Beaumont, Houston, Port Arthur and Dallas, Tex., dated 
to be effective Nov. 17, based on a minimum of 100,000 pounds, 
55 cents to alternate with a rate of 70 cents, 60,000 pounds. 

One petition signed by the American Barge Line Co, 
Campbell Transportation Co., and Union Barge Line Co., asks 
the suspension and cancellation of fourth section relief for 
it requested when the tariffs were filed. The barge lines say 
the objectionable rate is an outgrowth of the Commission's 
decision in I. and S. No. 4737, tin plate, Alabama, Illinois, 
Indiana and Missouri to Texas, decided Feb. 14, in which the 
Commission said, according to the petition, the rates to Texas 
ports and Dallas had been justified so far as their level was 
concerned, but withheld approval because of a modification in 
the proposal and unauthorized fourth section departures. 

The barge lines said that the 55-cent rate, if allowed to 
become effective, would equal, and in some instances be lower, 
than the present rate available by the all-water route. They 
said it was self evident that water carriers, in order to share 
in the traffic, must offer the shipper a rate sufficiently low to 
offset the disadvantages of water transportation. There re- 
mained no other alternative, they said. The barge lines think, 
if given the opportunity, they can show the Commission it 
should not approve the 55-cent rate to the extent of allowing 
it to become effective. 

The Southern Water Carriers’ Conference, calling atten- 
tion to the fact that the Coyle Lines and the River Terminals 
Corporation operate on the intracoastal canal between Hous- 
ton and New Orleans, also the operations of other water car- 
riers, suggests that before the Commission permits such rates 
to become operative, it should have information not only as 
to whether the contract barge charges in evidence in the sus- 
pension case are the present rates, but should also have infor- 
mation about the common carriers interested in this traffic. 
Therefore it asks for suspension of the tariffs and the denial 
of the fourth section application filed concurrently with the 
rates. 

A request for suspension in addition to those mentioned, 
has been filed by the Bull, Pan-Atlantic, Seatrain Lines and 
the Southern Steamship Co. They said the all-rail routes 
should not be permitted to establish rates which would seri- 
ously curtail or completely eliminate the opportunity of the 
Gulf lines to participate in this traffic. 

The Central Freight Association, in a review of the whole 
situation, calls attention to the fact that the attacks are aimed 
only against rates from Pittsburgh and directly related terti- 
tory, leaving the rates proposed from Chicago and Gary un- 
touched, and asks the Commission to recede from the position 
in the suspension proceeding mentioned. 


ATWACOAL WATER OPERATION 


Official classification territory rail carriers have asked the 
Commission for reopening, reconsideration and further hearing 
in No. W-14, Atwacoal Transportation Co., exemption—section 
303 (e). The reopening and reconsideration are asked on the 
ground, among other things, that Atwacoal had failed to show 
that its operations were those of a contract carrier by wate! 
as defined by section 302 (e) of the act, and that the order 
of the Commission and the findings in the report which related 
thereto were incomplete in that they failed to define eithe! 
the points between which or the territory within which the 
commodities exempted by the order might be moved by 4? 
plicant. The railroads said if their request for a further hearing 
were granted they would be prepared to present evidence t0 
prove that they were ready, willing and able to transport all the 
commodities exempted by the order and that they regular!) 
transported such freight as a part of their business. 
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November 8, 1941 


Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1941, by West Publishing Company.) 





LOSS OF OR INJURY TO GOODS 


(Court of Errors and Appeals of New Jersey.) In action 
for loss of carload of oil, shipped by plaintiff over defendant 
railroad company’s lines, where evidence was uncontradicted 
that plaintiff was party entitled to recover on bill of lading 
jssued to plaintiff, though defendant had possession thereof, 
submission of case to jury was warranted at least on point 
raised by defendant that plaintiff was not lawful holder of 
bill of lading. Carmack Amendment, 49 U. S. C. A., Sec. 20, 
Par. 11. 

In action for loss of carload of oil, shipped by plaintiff 
over defendant railroad company’s line, evidence that plaintiff's 
agent inspected valve in car, removed outlet cap and did every- 
thing necessary in examination of car to see that it was in 
proper shape before loading and that plaintiff delivered oil 
to defendant for shipment under proper conditions raised ques- 
tion for jury as to whether loss was result of defendant’s negli- 
gence or of plaintiff’s act or default. (Aspen Fish Products Co. 
vs. Pennsylvania-Reading Seashore Lines, 21 Atl. Rep. 2d 826.) 





7 é * 
Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests. of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1941, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Arkansas.) Freight rates on inter- 
state shipments are controlled by the tariff promulgated by 
Interstate Commerce Commission and in effect at the time 
shipments were made. 

A carrier may collect from shipper any undercharge re- 

sulting from carrier’s granting to shipper a lower freight rate 
in interstate shipment than required by tariff promulgated by 
Interstate Commerce Commission, and shipper may recover 
from carrier any overcharge. 
_. The general rule requiring adherence by carriers to pub- 
lished freight rates operates to prevent carrier from collect- 
ing more than its published rate for a particular service, 
notwithstanding that the carrier, in the publication of such 
rate, Was under a misapprehension as to applicability of the 
rate to such service. 

Freight charges by railroad on shipments in interstate 
commerce of gravel made not on the actual weight of gravel 
hauled but on 90 per cent of the marked capacity of car, in 
accordance with published tariff, constituted an unreasonable 
and “excessive freight charge,” where railroad limited maximum 
gross weight per car and supplied cars of such a weight un- 
loaded that the maximum amount of gravel which could be 
loaded on each car was considerably less than 90 per cent of 
the marked capacity thereof. 

Where railroad limited maximum gross weight of cars 
loaded with gravel to be shipped in interstate commerce and 
Supplied cars of such a weight unloaded that the amount of 
gravel which could be loaded thereon was considerably less 
than 90 per cent of marked capacity of car, which constituted 
the minimum weight on the basis of which freight charges were 
computed, shipper was entitled to recover all freight charges 
in excess of charges computed on basis of actual weight of 
gravel allowed in each car. (St. Louis-S. F. Ry. Co. vs. 
Pollard, 254 S. W. Rep. 2d 9.) 


FAIR HEARING FOR TRUCKER 


_ Saying that it could not possibly determine that the for- 
eign matter referred to in the Commission’s report and findings 
Was not an important element and consideration in the Com- 
nae decision, a three judge federal court at Omaha, in 
il No. 234, Ray C. Kline, dba Independent Truckers Associa- 
‘on vs. United States and Interstate Commerce Commission, 
aS set aside the Commission’s decision denying him authority 
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to continue operations under the grandfather clause and re- 
manded it to the Commission for further proceedings in accord- 
ance with its opinion. 

It was the view of the court that Kline had not received 
the full and fair hearing guaranteed him by the law. Its view 
to that effect was based on the fact that the Commission, act- 
ing on the rule permitting it to take notice of its records, in- 
corporated in its report declarations to the effect that two 
applications for authority to continue operations in the involved 
territory, had been filed with it by owner-operators the vehicles 
of which had been employed, apparently, by the applicant in 
conducting the operations which he thought entitled him to per- 
mission to continue operations. The applications which the 
Commission was accused of using in making the findings against 
Kline were not made a part of the testimony. 

The court said that Kline was deprived of the right of 
cross examination and of testing the truth of the statements 
appearing in the applications and that it thought that this pro- 
ceeding violated essential rights of a full and fair hearing. 


Milwaukee Reorganization 


Arguments in support of the plan approved by the Com- 
mission and the federal district court at Chicago for the reor- 
ganization of the Chicago, Milwaukee, St. Paul and Pacific were 
made at a hearing on appeals before the circuit court of appeals 
at Chicago, October 31. Spokesmen for appellants had prc- 
sented their arguments the previous day (see Traffic World, 
Nov. 1, p. 1141). 

Kenneth F. Burgess, counsel for the life insurance group 
of creditors, defended the plan on the grounds that the Com- 
mission had held adequate hearings; that recent improvements 
in the earnings of the railroad were abnormal and therefore 
did not disprove the Commission’s findings as to future normal 
earnings, and that the plan, being as reasonable as possible, 
should be found legal because too much time already had been 
consumed in reorganization proceedings. Douglas Smith, speak- 
ing for the same group, said the holders of the Terre Haute 
lien bonds would realize the full amount of their legal claims 
and had no just basis for objecting to the plan. 

Russell Snodgrass, attorney for the Reconstruction Finance 
Corporation, said the plan treated all creditors fairly, that the 
stockholders had no claim to equity, and that the public interest 
demanded that the plan be held to be reasonable. A. N. 
Whitlock, counsel for the debtor’s trustees, said the plan would 
be “workable” and that the additions and betterments fund, 
set up under the plan, was necessary to the proper manage- 
ment of the new company. 

John Marsh, counsel for the City Bank Farmers Trust Com- 
pany, trustee for the Milwaukee and Northern lien, urged that 
the plan be found equitable so far as the lien he represented 
was concerned. Judge Evan A. Evans asked Mr. Marsh whether 
or not the entire plan was satisfactory. Mr. Marsh replied that 
the question was embarrassing because his bank was trustee 
for an appellant in the somewhat similar reorganization case 
for the Chicago and North Western. He said that personally, 
however, it was his opinion that Milwaukee Road plan would 
result in an unduly “drastic curtailment of capitalization.” 

Sanford Freund, representing the trustee for the adjust- 
ment mortgage bondholders, urged that the plan be found to 
treat that group fairly. 

Frank C. Nicodemus, Jr., counsel for the debtor and stock- 
holders, speaking in rebuttal briefly, said that current earnings 
were much higher than the Commission had expected and that 
the road would continue in the future to earn more than pre- 
dicted by the Commission. He said the company would be able 
to work its way out of bankruptcy if it were allowed, beginning 
at the present, to operate out of trusteeship. 





RECORD IN TRUCK CASE TOO SHORT 


Insufficiency of the record before the Commission is de- 
clared by a three judge federal court at Camden, N. J., to 
support a finding by it that the Swedesboro Transportation 
Co. is not entitled to a permit as a contract carrier of canned 
goods, pepper hulls and dried beans between points in New 
Jersey and other eastern states. The Commission granted the 
applicant a certificate as a common carrier of lime, fertilizer, 
lumber and coal. The court has remanded the case for fur- 
ther consideration by the Commission in the light of its opinion, 
on the contract carrier permit phase. 

The applicant asked for a permit as a contract carrier for 
the Hurff Co. of the commodities hereinbefore mentioned, both 
phases being under the grandfather clauses. 

According to the opinion of the court the record made be- 
fore the Commission contained little to prove the extent of the 
Swedesboro’s business with the Hurff company or the back- 
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ground under which it was performed. It said further that the 
true contractual relations between the applicant and the Hurff 
company could not be ascertained from the little record. The 
court asked whether there was a bona fide bilateral contract 
between the applicant and the Hurff company. It added there 
were no appropriate findings by the Commission on that phase. 

“Indeed it is appropriate to say,” said the court, “that the 
Commission seems to have passed by this point without con- 
sideration. We are entitled to findings by the Commission, 
properly made and predicated upon adequate evidence.” 

The order of the Commission so far as it refused a con- 
tract carrier permit, therefore, was annulled and set aside. 


C. and N. W. Reorganization 


The federal circuit court of appeals at Chicago has post- 
poned from the last week of November to December 8 and 9 
hearing on appeals from the district court’s orders approving 
and confirming a plan of reorganization for the Chicago and 
ee (see Traffic World, July 19, p. 143, and Oct. 25, 
p. 1077). 

Counsel for the ~rotective committee for holders of pre- 
ferred stock in the Chicago and North Western, in a brief on 
appeal filed in the federal circuit court at Chicago, ask that the 
court set aside the district court’s orders approving and confirm- 
ing the reorganization plan because the plan is based, they say, 
on pessimistic estimates of the railroad’s earnings. Net income 
in the year ending August, 1941, was $19,201,000, the brief says, 
adding that the Commission, in drawing up the plan, estimated 
future earnings at only $8,455,000 annually. The plan pro- 
vides for setting aside $26,200,000 for rehabilitation purposes, 
but the sum should be used to satisfy stockholders’ claim, says 
the brief. It adds that the plan is illegal because, though the 
bankruptcy act under which the reorganization proceedings 
were instituted was passed for the relief of debtors, the debtor 
company will lose its equity if the plan is put in effect. The 
brief also says the Reconstruction Finance Corporation receives 
a “prodigious gratuity” under terms of the plan (see Traffic 
World, Nov. 1, p. 1142). 

Counsel for the protective committee for holders of common 
stock, in a brief on appeal, take the position that the plan 
should be revised to include the award of a subordinate issue 
of no-par common stock to present stockholders. As the plan 
stands, the brief says, it fails to give effect to “intrinsic values 
of property’ because the new capitalization will be less than 
the reproduction cost of the railroad. 

Robert K. Stuart, holder of 800 shares of common stock 
and a director of the company, in a brief filed as a “friend of 
the court,” takes the position that the plan errs in providing 
for a new capitalization based on earning power rather than 
on investment in property. Capital investment “constitutes 
the only true basis for the issuance of corporation capital 
securities” and earnings estimates are inadequate, he says. 

The City Bank Farmers Trust Company, trustee under the 
first and refunding mortgage of the company, in a brief on 
appeal, suggests that submission of the plan was premature 
in the light of national economic conditions. It protests that 
the R. F. C. receives unduly favorable treatment and that the 
plan should be changed to give the first and refunding mortgage 
bondholders representation on the voting trust to be set up 
under the plan. 

A brief filed by counsel for holders of $86,000,000 of so- 
called convertible bonds, asks that the district court’s orders 
be reversed because the convertible bondholders would receive 
common stock of ‘‘unstated value” in the new company. 

The Irving Trust Company, trustee under the mortgage of 
the Milwaukee and State Line, and the Bank of New York, 
trustee under the mortgage of the Milwaukee, Sparta and 
North Western Railway, both short sections of the system, take 
the position that the allotment of new securities to the holders 
of those bonds was based on “severance” studies of the value 
of the sections to the system and was unduly low, and that 
“segregation” values of the two lines were the proper values 
to apply in determining the allotment of securities. 





NOBLE INJUNCTION CASE 


The federal district court at Chicago has denied a motion 
by the defendant in Civil No. 3261, Britton Motor Service et al. 
vs. John F. Noble, doing business as Noble Transit Company, 
a motor contract carrier, asking that the plaintiffs’ petition 
for an injunction in the case be dismissed (see Traffic World, 
Sept. 13, p. 642). 

The Britton Motor Service and eight other truckers op- 
erating as motor common carriers between Chicago and the 
Twin Cities, complained in the case that the defendant violated 
the motor carrier act by extending his services to shippers of 
commodities and to routes in Wisconsin and Illinois without 
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authority from the Commission. The defendant had askeg 
that the case be dismissed on the grounds that the injunction 
suit had been brought in the wrong district court, because 
the defendant’s home office was at St. Paul, Minn., and that 
the “multiple parties plaintiff have been improperly joined.” 


Broad View as to Common Carriage 


Grounded on what may be deemed a broad view as to what 
constitutes common carriage, a three judge .federal court 
sitting in the southern district of New York, has dismisseq 
the petition in Civil 14-239, Fordham Bus Corporation ys. 
United states and Interstate Commerce Commission. The opinion 
was written by Circuit Judge Frank. As some may view it, 
that opinion makes it harder than ever, if not impossible, to 
draw a line between common carriage and special or charte; 
operations by applicants for permits as contract carriers. 

In this proceeding the applicant which had received a 
certificate as a common carrier of passengers by motor vehicle 
in so-called special or charter party operations sought to enjoin 
the part of the Commission’s order in MC 74634, Fordham 
Bus Corporation common carrier application denying a permit 
to the applicant to conduct round trip charter operations carry- 
ing passengers and their baggage over irregular routes from 
New York, to all points in New York, New Jersey, Pennsylvania, 
Connecticut, Massachusetts, Maine, Maryland and the District of 
Columbia as a contract carrier, under grandfather clause rights. 
No one filed exceptions to an examiner’s proposed report and, 
under the statute his recommendation that a certificate, not a 
permit, be granted became the order of the Commission, division 
5. After this petition was filed the matter was taken to the 
entire Commission which sustained for reconsideration. The 
entire Commission sustained the division in its determination 
that the operation was that of a common carrier for which the 
applicant was entitled to a certificate. 

Only the law phase of the matter came before the court 
which said the ultimate question was whether the Commission 
erred in holding that the plaintiff was a common carrier. The 
plaintiff contended, said the opinion, that the facts disclosed 
an operation which, as a matter of law, constituted contract 
carriage, there being no regular ticket selling or anything that 
marks an excursion on a railroad train, all the passengers 
frequently traveling as so-called charter parties. 

Among the contentions of Fordham was that the motor 
carrier statute should not be so construed as to make it or tend 
to make it, unconstitutional. With that we agree blandly ob- 
served Judge Frank who pointed out, however, that the cases 
cited by the bus company in support of that proposition had 
had their basic postulate destroyed by Nobbin vs. New York, 
291 U.S. 502. That decision he observed held that “there is no 
closed class or category of business affected with a public 
interest” the earlier cases upholding the proposition that a 
private carrier could not, by legislative fiat, be changed into a 
common carrier and thereby made subject to regulations which 
were valid solely with respect thereto. 

Judge Frank discussed the whole range of contentions 
about what was common and what was private carriage, in- 
cluding Stephenson vs. Binford, 287 U. S. 251, in which the 
Supreme Court, in Judge Frank’s language, upheld regulation 
of the rates of private carriers as an exercise of the state’s 
power to conserve the highways, and many Commission cases 
to reach his conclusion that the Commission had not erred in 
holding the bus company to be a common carrier. He said he 
could see no burdens that would be imposed on it by reason 
of regulation as a common carrier that would force it to change 
its operations. One idea of his was that it was no harder for 
the bus company to publish its exact fares than to publish 
minimum charges, a common carrier being required to publish 
its rates and a private carrier its minimum charges. 


RAIL DEPRECIATION CHARGES 


The Commission, in No. 15100, depreciation charges of 
steam railroad companies, has prescribed depreciation rates 
applicable to the equipment of the Central of New Jersey, Chi- 
cago, Burlington & Quincy, Duluth & Northeastern, Gales 
Creek & Wilson, Middle Creek, and Philadelphia, Bethlehem & 
New England. 


EXEMPTION OF TUGBOATS 

Finding that the applicant engaged in transportation with 
tugboats having motive power of not more than 100 indicated 
horsepower, and that such transportation was not subject 10 
part III of the interstate commerce act by reason of the 
exemption in section 303 (g) (2) thereof, the Commission, by 
division 4, by order in W-479, George W. Buras, contract cal- 
rier application, has dismissed the application for a permit 
under section 309 (f) of part III authorizing continuance ° 
operations as a contract carrier by water. 
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Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


Middle Pennsylvania district, at Scranton. Samuel H. 
Brown, Jersey Shore, Pa., fined $1,700 on guilty plea to operat- 
ing as a common carrier without authority. Defendant re- 
quired to pay $600 of the fine, the balance being suspended for 
a probationary 1-year period. 

Western Virginia district, at Harrisonburg. Charles L. 
Whitmore, Staunton, Va., fined $150 on guilty plea to operat- 
ing as a common carrier without rates on file and security for 
protection of the public and cargo insurance for the protection 
of shippers and consignees; failure to issue receipts or bills 
of lading, or freight or expense bills and failure to keep drivers’ 
daily logs. The fine was imposed on counts of the information 
which charged the defendant with violating insurance regula- 
tions. On the remaining counts imposition of sentence was 
suspended and the defendant placed on probation for one year. 

Western North Carolina district, at Statesville. J. Mott 
Brawley, Statesville, fined $800 on guilty plea to operating as 
a common carrier without authority, without rates on file, with- 
out complying with insurance requirements, and with collect- 
ing transportation charges without issuing freight or expense 
bills. Execution of the sentence on counts of the information 
charging failure to issue freight or expense bills was suspended 
and the defendant placed on probation for one year. 

Eastern Texas district, at Beaumont. Southwest Transfer 
& Storage Co. fined $750 on guilty plea to operating as a com- 
mon carrier without authority, without a tariff and security for 
protection of the public on file with the Commission, and with 
fraudulently seeking to evade and defeat regulation provided 
for motor carriers. 

Middle Pennsylvania district, at Scranton. Hyman Gor- 
don, Wilkes-Barre, Pa., fined $1,000 on guilty plea to operating 
without a certificate and without rates on file, and with trans- 
porting property without security for the protection of the 
public on file with the Commission. Of the fine, $200 was 
required to be paid, the remainder suspended and defendant 
placed on probation for 4 years. 

Massachusetts district court, at Boston. Abraham Sack, 
Worcester, Mass., fined $300 on 3 counts of a criminal informa- 
tion charging the granting of rebates. On October 2 the de- 
fendant, on a plea of guilty to a 21-count information charg- 
ing him as a common carrier with granting rebates, was fined 
$2,100, $100 on each count. He was required to pay $800, 
covering the first 8 counts, the remaining counts being sus- 
pended for a probationary period of one year. The $300 fine 
was imposed October 27 following revocation of defendant’s 
probation on counts 9, 10 and 11. The defendant granted re- 
bates on shipments made in the period he was on probation. 
He also violated the conditions of his probation by transport- 
ing shipments between points which he did not have authority 
to operate as a motor carrier. 

Southern Iowa district, at Des Moines. John G. Seitzinger, 
manager of the Bupane Gas Co., Mapleton, Ia., fined $200 on 

a plea of guilty to aiding and abetting James E. Seaton and 
Kenneth E. Seaton, a partnership common carrier of Moorhead, 
la., in the transportation of property without having filed rates 
and charges with the Commission. Counts in the information 
charging Otto Kohl, owner of the Bupane Gas Co., with aiding 
and abetting the violation, were dismissed on motion of the 
U. S. Attorney. The carrier partners had previously entered 
pleas of guilty to an information charging transportation of 
property without rates and charges on file and were fined $100. 

Middle Pennsylvania district, at Scranton. Friedman’s 
Express, Inc., of Wilkes-Barre, Pa., and Artistic Foundations, 
Inc., New York City, fined $8,100 and $1,500, respectively, on 
Pleas of guilty to informations charging the former, as a com- 
mon carrier, with granting concessions to the latter, and Artis- 
tic with accepting concessions from the motor carrier. The 
express company was required to pay $1,800 of the fine, the 
remainder being suspended and the defendant placed on pro- 
bation for 18 months. 





Edward McClosky, doing business as McClosky and Shaf- 
fer, a motor contract carrier, has been charged in two criminal 
informations, filed by the government in federal district at 
hicago, with operating in interstate commerce without au- 
thority from the Commission. In a 32-count information, Mr. 
McClosky is alleged to have transported property for the Johns 

‘anville Products Corporation to certain destination points 
without having a permit to operate to those points. The Johns 
anville Corporation is named as aider and abettor in the 
alleged violations. In a 31-count information, Mr. McClosky 











is charged with five types of violations of the motor carrier 
act, as follows: Transportation of commodities without having 
a permit; transportation of property without maintaining a 
published schedule of rates; transportation of property without 
having a written contract with shippers; acquisition of control 
of the Great Lakes Motor Dispatch, Inc., a motor common 
carrier, without Commission permission, and continuing to con- 
trol the Great Lakes Company. 

The government has brought a criminal information of 
one count in the federal court at Chicago against Frank G. 
Starr, Chicago agent for the American Red Ball Transit, Inc., 
charging the defendant with splitting his commission received 
from the transit company with shippers of household goods. 

Judge William L. Holly, in the federal district court at Chi- 
cago, November 5, fined the Spector Motor Service, Inc., a 
Chicago motor common carrier, $1,000 for violations of the 
Commission’s safety regulations, on a plea of guilty by the 
defendant to all counts of a 38-count information. The informa- 
tion charged the defendant with failure to report one fatal and 
several injury accidents to the Commission; failure to have 
drivers keep logs, and having drivers work more hours a day 
and a week than the maximum prescribed by the Commission. 
Attorneys for the Commission said the case was the most im- 
portant of its kind to be brought against a motor carrier, 
so far as the number of the safety violations was concerned, 
but said the company at the present time had a good safety 
record, the violations named in the information having occurred 
prior to 1941. 


Absorption of Switching 


A three judge federal court at Minneapolis, Minn., has 
dismissed civil No. 538, Northern Pacific and Great Northern 
vs. United States, Interstate Commerce Commission et al., 
wherein the railroads asked the court to set aside an order 
of the Commission in No. 29738, Minneapolis Traffic Associa- 
tion vs. Chicago & North Western et al., thereby sustaining 
the Commission’s decision, 241 I. C. C. 207. 

That decision was that the railroads’ rules and practices 
with regard to the absorption of connecting lines switching of 
grain and grain products at Minneapolis and other Minnesota 
grain markets such as St. Paul, Duluth and Superior were 
unreasonable, and, as to Minneapolis, unjustly discriminatory 
and unduly prejudicial. 

The association complained because the railroads at the 
Twin Cities refused to absorb switching charges on so-called 
non-competitive grain while they made no such distinction 
between competitive and non-competitive traffic at other rate 
break points such as Chicago, Peoria, etc. 

In an opinion written by District Judge Nordbye, the court 
observed that the Commission determined that the practices 
found to be unreasonable defeated the purpose of the Hoch- 
Smith grain rate structure decision where they produced, as 
their practices did, total charges to and from the complaining 
markets relatively higher than those to and from all other 
markets in the midwestern territory and upset the delicate 
balance which the Commission undertook to establish in the 
grain rate cases, even if the differences in prices were only 
about % cent a bushel, which, by reason of other conditions 
prevailing at the prejudiced markets, became as much as % or 
% cent a bushel. 

The railroads attacked the order of the Commission on 
the ground that it was beyond the Commission’s statutory 
authority as to the railroads’ non-competitive traffic; that it 
constituted a taking of their property without due process of 
law; that it was arbitrary and not supported by findings. 

Disagreeing with the contentions of the railroads the court 
said the wisdom or expediency of the Commission’s order was 
not for it to pass on. An appraisal of the many and technical 
factors involved, it said, required the judgment of an expert 
in this particular field. 


TERMINAL SERVICE ALLOWANCES 


The Commission, by division 3, on further consideration 
of the record in Ex Parte No. 104, part II, terminal services, 
has reopened that proceeding for further hearing, concerning 
the allowances paid by railroads to industries for services per- 
formed by the latter in switching loaded cars between inter- 
change tracks and loading and unloading points, within the 
industrial plants, or the performance of such switching services 
by certain of the railroads. 

Two reopening orders were issued. The reopening so far 
as one order is concerned is as to allowances made to the Hanna 
Furnace Co. and Republic Steel Co. at Buffalo, N. Y., and as to 
the Tonawanda Iron Corporation at North Tonawanda, N. Y. 
The order appears to make all the railroads serving those 
points respondents in the reopened proceeding. 
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The other order reopens the proceeding with respect to 
allowances paid by railroads to Kingan & Co. at Indianapolis, 
the respondents in that proceeding being the New York Central, 
Baltimore & Ohio, Pennsylvania, Monon, Illinois Central, Erie, 
and Nickel Plate. 

As to the Indianapolis situation a hearing is to be held by 
Examiner McGrath, Dec. 1, in the United States courtrooms at 
Indianapolis. As to the Buffalo and North Tonawanda situa- 
tion Examiner McGrath is to hold a hearing Dec. 3 at the 
Hotel Buffalo, Buffalo, N. Y. Both hearings to be begun at 
10 a. m. 


ARKANSAS ROAD BONDS SOLD 


Jesse Jones, Federal Loan Administrator, announced No- 
vember 6 that the RFC had sold $20,000,000 state of Arkansas 
highway refunding bonds to Halsey, Stuart & Co. at 106 and 
accrued interest. This is in addition to $10,000,000 sold No- 
vember 5 to the same firm at the same price, the premium on 
the $30,000,000 being $1,800,000. 

The total amount of the issue purchased by RFC was 
$136,330,557.29 of which $122,190,557.29 had been sold, the 
total premium received being $3,399,295.18. 





MOTOR TARIFF REJECTED 

The Commission, by division 2, has rejected supplement 1 
to tariff MF-I. C. C. 9 of H. J. Jeffries, doing business as H. 
J. Jeffries Truck Line, presented to it for filing. The Com- 
mission said it appeared that the supplement purported to 
establish rates for transportation services for which there was 
ne operating authority as required by section 206 of the inter- 
state commerce act, and that it was unlawful and was not 
entitled to be received or filed by it under the provisions of 
the act. 


STATUS OF MUNICIPAL BELT 


The Railroad Retirement Board in a brief in electric rail- 
way No. 14, Municipal Belt Line Railway of Tacoma, Wash., 
has asked the Commission to find that railway not to have been 
on August 29, 1935, or thereafter, a street, suburban, or inter- 
urban electric railway, within the terms of the electric railway 
exemption provisos in section 1 (a) of the railroad retirement 
act of 1937, the railroad unemployment insurance act, the 
carriers taxing act of 1937, and in section 1532 (a) of sub- 
chapter B, chapter 9, of the internal revenue code. The pro- 
ceeding was instituted by the Commission at the request of the 
Railroad Retirement Board to determine after hearing whether 
the railway was on August 29, 1935, or at any time thereafter, 
within the terms of the proviso of the railroad retirement and 
railroad unemployment insurance acts. Since August 29, 1935, 
the board said, the railway has been a part of the general 
steam-railroad system of transportation. 


AIR TRAFFIC FLOW SURVEY 


The Civil Aeronautics Board has issued a survey analyz- 
ing traffic flow along every inter-city segment of every sched- 
uled air route in the continental United States in the month 
of September, 1940. 

The survey shows the relationships of such traffic to the 
schedules which were provided to serve it. Traffic is shown 
for all flights, classified by passengers, mail and express. Data 
are also furnished on types of equipment, extra sections, timing 
of schedules, pound mileages for all types of traffic and revenue 
plane mileages. In a notice concerning the survey the board 
said: 

Data in the flow survey are concurrent with data in the origination 
and destination airline traffic survey of September, 1940. Thus the 
flow of traffic for any route or portion of route can be analyzed in 
terms of its origins and destinations. 

This survey report is generally similar in substance and form to 
a report issued by the board on air traffic in August, 1939. However, 
the present report includes analyses of express traffic which was not 
covered in the August, 1939, survey. The map section of the present 
report has been amplified to include considerable data not shown in 
the previous report. 

The survey should provide valuable comparative data to the air 
transport industry for planning purposes and as bases for exhibit 
preparation in various regulatory proceedings. 





AIR SERVICE TO AFRICA 


Postmaster General Frank C. Walker has announced that 
the Post Office Department plans to inaugurate an air mail 
service between the United States and Africa on or about No- 
vember 29. The new air mail route across the south Atlantic 
will run from Miami, Fla., to Leopoldville, Belgian Congo via 
San Juan, Puerto Rico, Port of Spain, Trinidad, Belem and 
Natal, Brazil, Bathurst, Gambia, and Lagos, Nigeria to Leopold- 
ville. 

Bathurst is to be designated temporarily as an intermediate 
stop, pending the development of landing facilities at Monrovia, 
Liberia. 
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Rate Problems Before C. A. B. 


Profits on some air routes have grown so large that mail 
payment on the basis of the airlines’ need for revenue is no 
longer called for, and the Civil Aeronautics Board must now 
decide whether the rate of air mail compensation should be 
reduced or whether it should take its first step in the regulation 
of air passenger and express rates, according to a report issued 
by the Brookings Institution and based on a study entitled, 
“Air Mail Payment and the Government,” by Dr. F. A. Spencer. 

The board’s predecessors in regulation of airlines carrying 
mail—the Interstate Commerce Commission and the Post Office 
Department—were concerned mainly with fixing mail payment 
rates, but the board was given rate-making authority over al] 
kinds of air transport business, said the report. It noted that 
in the early days of air transport the operations of all airlines 
were conducted at a deficit but that they had become profitable 
in recent years. 

One problem confronted by the board, the report continued, 
arose out of the fact that the airlines’ existing system of 
accounts made no effort to allocate costs between mail and 
passenger service. In the case of some routes, it said, it ap- 
peared that profits from non-mail revenues might be found 
larger than those heretofore considered by the board to be 
reasonable. Where unreasonable profits were found, the board 
would have to decide whether they should be reduced by lower- 
ing passenger and express revenues or by other means. Such an 
issue was now faced for the first time in a pending rate case 
involving Eastern Air Lines, said the report. But, it added, 
reduction of the line’s passenger fares might have unfavorable 
competitive effects on less profitable airlines, thereby increasing 
their need for mail pay. Moreover, it said, such reduction might 
draw transport business from ground carriers, and the C. A. B. 
would have to determine whether this would be in the public 
interest. Costs of government-furnished navigation aids might 
be charged to the “big-profit” lines, but the lines might then 
consider themselves penalized for efficiency; or competing lines 
might be permitted, but this might be uneconomic in the long 
run, the report observed. In conclusion, it said: 


These and other problems facing the board have been augmented 
by the failure to revise the obsolete system of accounts used during 
the period when airline operations were controlled by the Interstate 
Commerce Commission. Some carriers are still being paid at rates 
fixed by the ICC more than three years ago, although important 
changes have taken place in their earnings position. The study also 
found that rate adjustment has been hampered sometimes by failure 
of the public counsel attached to the board to take a definite position 
as to whether rates were too high or too low. In the case of the 
American Airlines, involving the attempted recapture of $1,225,000 mail 
pay, the company is pleading that the issue of rate reduction was 
injected after the examiner’s hearing. 


CIVIL AIR ACCIDENTS 
Nineteen fatal, non-air carrier accidents were reported 
for the month of September, 1941, as compared with 17 which 
occurred in August and 29 in September last year, according 
to the Civil Aeronautics Board. 


PAN AMERICAN ALASKAN SERVICE INCREASE 


Service on the Pan American Airways between Seattle, 
Wash., and Fairbanks, Alaska, will be increased to five flights 
a week beginning November 15. Planes will leave Seattle on 
Sundays, Tuesdays, Wednesdays, Fridays and Saturdays, and 
southbound planes will leave Fairbanks on Mondays, Wednes- 
days, Thursdays, Saturdays and Sundays. The increase In 
service is necessary because of increased air travel of those 
engaged in defense work concerned with bases in Alaska, 
according to a statement by Pan American. 


AIR SERVICE TO ATLANTIC CITY 


Air service for passengers, property and mail to Atlantic 
City, N. J., will be provided as the result of the Civil Aeronau- 
tics Board authorizing an amendment to Eastern Air Lines, 
Inc.’s route Nos. 5 and 6 to include Atlantic City as an inter- 
mediate stop on the section of the routes between Philadelphia, 
Pa., and Baltimore, Md. The applications for similar service of 
Pennsylvania-Central Airlines Corporation and Transconti- 
nental and Western Air, Inc., were denied. ; 

The board held that the new service was in the public 
interest because of the great volume of passengers and mail 
going to Atlantic City. While the bulk of this traffic was sea 
sonal, there was a sufficient amount in all months to justify 
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year round air transportation, it said. The largest proportion 
of this traffic is from points within 200 miles, with New York, 
Philadelphia, Baltimore and Washington furnishing the greater 
part. All of these points are on Eastern’s two routes. 

The board stated that authorization to PCA would have 
meant the establishment of a new route into New York in com- 
petition with present carriers serving that city and that there 
was no evidence that such additional service was needed. TWA, 
on the other hand, had no route into Baltimore and Washing- 
ton and would require a change of carriers at Philadelphia 
to serve these cities, it said. For these reasons, the two appli- 
cations were denied. 

Service on the route will not become effective until the 
board has been advised by the army and navy departments that 
their national defense requirements for aviation material and 
personnel no longer necessitate deferment. 


CENTRAL AMERICAN AIR ROUTE 


Examiner Herbert K. Bryan, of the Civil Aeronautics Board, 
has recommended issuance of a foreign air carrier permit to 
TACA, S. A. (El Salvador), authorizing transportation of per- 
sons, property and mail between San Jose, Costa Rica and 
Cristobal and/or Balboa, Panama Canal Zone, in a proposed 
report in the TACA application, docketed as No. 602. 

The examiner said the applicant was a corporation organ- 
ized under the laws of the republic of El Salvador and was a 
wholly-owned subsidiary of TACA, S. A., of Panama, and that 
its present operations were principally within Costa Rica. The 
present application was filed, he said, to comply with the de- 
sires of the Canal Zone authorities that TACA in operating 
between Panama and the vicinity of the Canal Zone from points 
in the Central American republics land at Balboa before pro- 
ceeding to Piatilla Field in Panama. Evidence taken in an 
executive session, he continued, indicated that the application 
herein was related to the national defense and that national 
defense considerations alone required the issuance of a permit 
to the applicant. 


Revenue Freight Loading 


Loading of revenue freight the week ended November 1 
totaled 894,739 cars, according to the Association of American 
Railroads. The increase above the corresponding week in 1940 
was 99,942 cars or 12.6 per cent, and above the same week in 
1939 was 93,631 cars or 11.7 per cent. 

Loading the week ended November 1 decreased 18,866 
cars or 2.1 per cent below the preceding week. 

All districts reported increases compared with the corre- 
sponding weeks in 1940, and 1939. 


1941 1940 1939 

SONS OL SOMMOED 5 5os csc cae cies 2,740,095 2,557,735 2,288,730 
4 weeks of February ............... 2,824,188 2,488,879 2,282,866 
DONE OE PION oiccc cbc cine cesine 3,817,918 3,123,916 2,976,655 
ok ne ere 2,793,563 2,495,212 2,225,188 
2 Gene ere aeee 4,160,527 3,351,840 2,926,408 
WORE OS DINO ooo ekecvencavcosscs 3,510,137 2,896,953 2,563,953 
INE OE MED 866. e i vanidises woes ee 3,413,427 2,822,450 2,532,236 
S MOORS OF BROUEE 0.0 cn ccc cciscccses 4,464,458 3,717,933 3,387,672 
4 weeks of September .............. 3,539,171 3,135,122 3,102,236 
£ Weeks OF QCIODET . 2... occ sccveses 3,657,882 3,269,476 3,355,701 
Week of November 1 ............... 894,739 794,797 801,108 

EE RO eRe ne eta cee 35,816,105 30,654,313 28,442,753 


Revenue freight loading by districts the week ended No- 
vember 1 and for the corresponding period last year was re- 
ported as follows: 


Eastern district: Grain and grain products, 7,068 and 7,218; live 
stock, 1,493 and 1,391; coal, 32,271 and 25,402; coke, 3,688 and 3,573; 
forest products, 2,064 and 1,857; ore, 5,972 and 5,505; merchandise, L. 


1209 


C. L., 44,120 and 41,473; miscellaneous, 91,017 and 78,347; total, 1941, 
187,693; 1940, 164,766; 1939, 165,132. 

Allegheny district: Grain and grain products, 4,462 and 3,879; live 
stock, 1,115 and 1,021; coal, 41,874 and 34,979; coke, 5,848 and 5,460; 
forest products, 1,368 and 1,216; ore, 11,999 and 12,284; merchandise, 
L. C. L., 30,706 and 26,384; miscellaneous, 94,899 and 79,046; total, 1941, 
192,271; 1940, 164,269; 1939, 165,342. 

Pocahontas district: Grain and grain products, 298 and 255; live 
stock, 316 and 294; coal, 41,213 and 30,969; coke, 602 and 538; forest 
products, 855 and 743; ore, 594 and 321: merchandise, L. C. L., 5,103 
and 5,839; miscellaneous, 8,246 and 7,602; total, 1941, 57,227; 1940, 
46,561; 1939, 56,398. 

Southern district: Grain and grain products, 2,173 and 2,695; live 
stock, 971 and 1,030; coal, 22,168 and 15,507; coke, 476 and 384; forest 
products, 15,049 and 13,551; ore, 1,489 and 1,326; merchandise, L. C. L., 
26,206 and 28,140; miscellaneous, 56,706 and 47,630; total, 1941, 125,238; 
1940, 110,263; 1939, 110,775. 

Northwestern district: Grain and grain products, 9,955 and 8,833; 
live stock, 4,822 and 4,349; coal, 8,359 and 6,714; coke, 1,789 and 1,733; 
forest products, 11,866 and 10,708; ore, 33,992 and 37,443; merchandise, 
L. C. L., 18,328 and 18,658; miscellaneous, 45,095 and 37,658; total, 1941, 
134,206; 1940, 126,096; 1939, 120,205. 

Central Western district: Grain and grain products, 8,154 and 8,602; 
live stock, 9,227 and 9,937; coal, 11,301 and 8,758; coke, 223 and 541; 
forest products, 8,709 and 7,940; ore, 4,960 and 4,663; merchandise, L. 
C. L., 24,483 and 24,530; miscellaneous, 70,281 and 61,908; total, 1941, 
137,338; 1940, 126,879; 1939, 126,633. 

Southwestern district: Grain and grain products, 3,742 and 4,110; 
live stock, 1,877 and 1,808; coal, 5,117 and 2,976; coke, 122 and 121; 
forest products, 4,561 and 4,857; ore, 372 and 500; merchandise, L. C. 
L., 9,975 and 10,279; miscellaneous, 35,000 and 31,312; total, 1941, 60,766; 
1940, 55,963; 1939, 56,623. 


All-Time Peak in Freight Service 


The freight service rendered by Class I line-haul railways, 
amounting to 299,076 million revenue ton-miles, established an 
all-time peak in the first eight months of this year, according 
to the monthly comment of the Commission’s Bureau of Statis- 
tics, made in a press release, issued as information, but not 
considered or adopted by the Commission. 

The service on which the comment was made, exceeded, 
according to the same source, by 1.6 per cent the total for the 
corresponding period of 1929, usually thought of as the peak 
of all peaks, although carloadings were 21.6 per cent fewer 
for the eight months of this year. The 1.6 per cent increase 
in revenue ton-miles, says the comment, is the net result of a 
decrease of 2.4 per cent in the east and increases of 4.6 and 
4.3 per cent in the west and south. For all districts, con- 
tinues the comment, the number of revenue ton-miles for the 
eight months of this year was 25.9 per cent greater than for 
the like period in 1940, while the advance in carloads was 
only 18.2 per cent and the increase in freight revenue was 25.6 
per cent. 

Because the average revenue by the ton-mile had declined 
freight revenue for the eight months of 1941, said the comment, 
was 11.3 per cent less than for the like period of 1929. The 
downward trend of revenue by the ton-mile, according to the 
comment, has been caused in part by rate decreases, but 
changes in traffic characteristics also have been important. 
The comment pointed out that one of the most significant of 
these traffic changes had been the increased average length 
of haul. For all Class I railways, it continued, the number 
of miles by the revenue ton by the road increased from 186.2 
for the 1929 period to 202.4 for the 1940 period and 206.3 for 
the 1941 period. 

The bureau’s index of cars of revenue freight loaded, con- 
structed by comparing the Association of American Railroads’ 
totals for the averages of the corresponding periods in the years 
1935-39 declined in October, said the comment, for the fourth 
consecutive month. The index figure for October, says the 
comment, is lower than for any other months this year, except 
April when most of the coal mines were not in operation. That, 
it added, did not mean that actual carloadings had declined, 





Revenue Freight Car Loading—Week Ended Saturday, Nov. 1 


Grain and Live 
Grain Prod. Stock Coal 
1941 35,852 19,821 162,303 
SOA all PORK. occ ccccccdiccccce 1940 35.592 19,830 125,305 
1939 37,530 19,809 154,994 
Preceding week Oct. 25........... 1941 35,08. 20,378 165,220 
Per cent increase over............ 1940 hy 29.5 
Per cent decrease under.......... 1940 .04 
Per cent increase over............ 1939 Be 4.7 
Per cent decrease under.......... 1939 4.5 
1941 1,709,570 535,437 6,387,988 
Cumulative 44 weeks to Nov. 1. J 1940 1,585,330 569,260 5,690,091 
1939 1,658,247 583,602 4,995,561 
Per cent increase over............ 1940 7.8 12,3 
Per cent decrease under.......... 1940 5.9 
Per cent increase over............ 1939 3.1 27.9 
Per cent decrease under.......... 1939 8.3 


— 


Per cent to 15 year average, 109.5. 


Forest Mdse. 

Coke Products Ore L.C. L. Miscellaneous Total 
12,748 44,472 59,378 158,921 401,244 894,739 
12,350 40,872 62,042 155,303 343,503 794,797 
12,121 37,380 56,976 159,160 323,138 801,108 
13,140 45,917 68,455 159,828 405,584 913,605 
3.2 8.8 2.2 16.8 12.6 

4.3 
5.2 19.0 4.2 24.2 nz 
2 

572,087 1,862,089 2,387,583 6,850,028 15,511,323 35,816,105 
449,892 1,506,337 1,946,855 6,504,408 12,402,140 30,654,313 
319,591 1,324,417 1,434,671 6,657,774 11,468,890 28,442,753 
27.2 23.6 22.6 5.3 2A 16.8 
79.0 40.6 66.4 2.9 35.2 25.9 
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Presidents for the World's 
Richest Industrial Empire 


® Uncle Sam knows — soon every nation will have reason to know — that 
here is the world’s greatest industrial empire. For out of its plants today 
pours the “hardware’”’ of national defense in quantities staggering to the 
imagination. 





Here raw materials are handy, here is power supply, here are skilled 
workmen. And here the Erie Railroad can distribute your product — quickly 
and economically — to 43,000,000 consumers, to thousands of manufac- 
turers, wholesalers and retailers — all within easy access of its own tracks. 


There’s a strategic place for your business in this prosperous industrial 
empire, Mr. President. And Erie can help you find it! For up-to-the-minute 
facts on available properties, tax rates, labor supply, sources of material, 
markets, etc., just address Industrial Development Department 


or 
Carl Howe, Vice President, Erie Railroad 


Cleveland, Ohio 
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the total for the October period amounting to 30.9 and 4.2 per 
cent more than for the April and June periods, respectively. 
The failure of carloadings to rise to a sharp fall peak and the 
consequent recent declines of the adjusted index, says the com- 
ment, show the extent to which seasonal fluctuations in traffic 
have been made less pronounced by production for defense. 

Commenting on motor carrier statistics for the first and 
second quarters of 1941 the bureau said that for the periods 
mentioned the total expenses of the reporting 926 Class I 
motor carriers increased 30.9 per cent against a gain of 33.7 
per cent in revenues. The ratio of total expenses to total 
revenues, it added, declined from 93.4 per cent for the second 
quarter of 1940 to 91.4 per cent for the like period this year. 
Net operating revenues for the 926 carriers, it said, increased 
from $6,435,678 for the three months of 1940 to $11,229,111 
for the second quarter of 1941. 

Another declaration in the comment is that statistics for 
the first seven months of 1941 show that the number of revenue 
passenger miles by air amounted to 13.6 per cent of the num- 
ber of first class passenger miles by Class I railways. For the 
like period last year, it added, the corresponding percentage 
was 13.1 and for the calendar year 1939, it was 9 per cent. 


holed snr c 
Car Supply and Leading 


“With carloadings now showing the customary seasonal 
recession, the major tightness in the national transportation 
situation has passed,” said the Department of Commerce, No- 
vember 5. 

An article appearing in the current issue of the depart- 
ment’s domestic commerce weekly pointed out that the peak 
for weekly carloadings since the beginning of the emergency 
probably was reached in the week ended October 18 when a 
total of 923,000 was recorded. The following week the figure 
fell to 914,000 and indications point to a decline in the balance 
of 1941 of less than normal seasonal proportions. 

“The margin between rail capacity and the current traffic 
volume continues definitely narrow,” said the department. “In 
this connection it is significant to note that while only a minor 
increase in traffic occurred between the middle of July and the 
middle of October, the number of available freight cars was 
cut almost in half, or to a total of about 40,000 cars of all types. 
The outstanding decline was concentrated in the northern part 
of the country, notably in the heavy traffic regions embraced 
by the Allegheny and Pocohontas districts. 

“Active cooperation of shippers in loading cars more heavily 
and promptly has been an exceedingly helpful factor in the 
freight situation during recent months. The carriers and their 
association also have performed very well, especially with re- 
spect to the allocation of the small surplus equipment and the 
prevention of congestion.” Nevertheless, the article declares, 
in view of the critical material situation which has been a re- 
tarding influence on new car construction, a further search for 
improved equipment utilization appears indicated. 

“The fact that more cars were required per carloading dur- 
ing September than in August, coupled with a further decline 
in surplus, casts some doubt upon the practical opportunity for 
improvements next year without further operating refinements 
which would require time to perfect. In addition, carrier 
capacity appears to decline during the winter months, so that 
the degree of anticipated relief should not be as great as would 
be indicated from the decline in traffic.” 


HOME CARS ON LINE 


Chairman Kendall, of the A. A. R. car service division, has 
directed attention of all railroads to the fact that the regular 
semi-monthly report of home cars on line just being distributed 
for October 15 showed the lowest percentage figures that had 
been reported for many years. He said the ratio of box cars on 
home lines in all sections of the country was particularly 
low and urged expedition with respect to return of home 
cars to home roads. 


CAR SURPLUS REPORT 


For the week ended Nov. 1 U. S. railroads reported an 
average daily surplus of 43,529 freight cars, according to the 
car service division of the Association of American Railroads. 
It was made up as follows: Plain box, 16,795; auto box, 2,481; 
total box, 19.276; flat, 1,852; gondola, 6.146; hopper, 4,600; 
total coal, 10,746; and miscellaneous, 11,655. 


PRIORITIES AND STEEL 


The OPM priorities division has issued a repair and main- 
tenance order for the iron and steel industry “which will make 
it possible to keep in operation the equipment, including the 
older and less efficient units pressed into service for the emer- 
gency, which is necessary to maintain the high production levels 
of the past months,” the division has announced. 


TRAFFIC WORLD 


Producers of iron and steel affected include those who turn 
out material for railroad rolling stock and road beds. 

The priorities division also has announced that it has under- 
taken a nation-wide survey of the iron and steel industry and 
its operations under the priorities system to obtain basic in- 
formation. It said if errors in procedure or difficulties in follow- 
ing regulations were encountered, these matters would be 
handled by it, and not by the examiners making the investiga- 
tion. 

The supply priorities and allocations board has requested 
the OPM to develop an allocation program for the steel industry 
with a view to substituting allocations of materials for the 
priorities system. 


A. A. R. Directors’ Meeting 


Inability of freight car and locomotive builders to obtain the 
materials needed for cars and locomotives ordered by the rail- 
roads had produced a situation about which the railroad execu- 
tives were greatly concerned and about which they had talked 
a great deal, it was said after the monthly meeting of the board 
of directors of the Association of American Railroads in Wash- 
ington, October 31. 

The railroads were now getting from 5,000 to 6,000 new 
cars a month, it was said, whereas they should be getting from 
13,000 to 14,000 a month to fulfill the equipment program set 
for 1942. It was said also that the railroads were now about 
25,000 cars behind their program. 

The railroads had met the peak traffic demands this year, 
it was said, the assumption being that loading would not go 
above the loading of recent weeks the remainder of the year, 
due to the usual seasonal decline in loading. The difficulty as 
to the future and the car supply problem, it was said, was the 
uncertainty as to what the volume of traffic might be in 1942. 

The situation was thoroughly discussed by the executives 
but no specific action was taken, it was said. Representatives 
of the railroads, it was pointed out, were urging all possible 
action by the Office of Production Management to get materials 
for cars and locomotives. 


The order of the Commission requiring depreciation 
accounting for ways and structures effective January 1 was 
considered by the executives. The A. A. R. special accounting 
committee and the law committee were instructed to continue 
negotiations with the Commission to obtain a modification 
eliminating track items because, the railroads contended, tracks 
are not “depreciable.” These committees were further in- 
structed to see whether the Commission regulations could not 
be made to “jibe” with those of the Bureau of Internal Revenue 
with respect to depreciation accounting, and to obtain, as far 
as possible, preservation of the present classification of accounts. 
The committees also were asked to obtain a postponement of 
the effective date of the order for a year to enable the railroads 
to take the necessary steps to comply with it. 





SECOND-HAND RAIL PRICES 


The Office of Price Administration has made public max- 
imum prices that will be established shortly for certain types 
of second-hand rail sold for further transportation use for the 
convenience of bidders at the scheduled sale November 7 of 
the abandoned lines of the New York. Westchester & Boston 
Railway in Westchester county, New York. 

The new OPA schedule, it said, would set a ceiling shipping 
point price for “relaving” rail of the type involved in the 
Westchester sale of $30 a gross ton minus the lowest estab- 
lished charge for transporting such rail between the shipping 
point and the basing point nearest in terms of transportation 
charges. The “nearest” basing point to be established for 
New York and vicinity will be Philadelphia. Hence. said OPA, 
in the case of a dealer with a yard in New York City, the 
shipping point price for “relaying” rail from the Westchester 
lines would be $30 a ton, less the New York-Philadelphia trans- 
portation charge of $3.40 a ton or $26.60. This price will 
vary, in relation to higher or lower freight costs. for dealers 
with yards located outside of New York City. Maximum de- 
livered price of this rail, according to OPA, “shall be the 
shipping point price plus the lowest actual charge for trans- 
porting the rail from the shipping point to the consumer.” The 
forthcoming schedule will designate the following cities as 
basing points for “relaving” rail of other than Class I rail- 
road origin: Boston, Philadelphia, Buffalo. Pittsburgh. Cleve- 
land. Cincinnati, Detroit. Chicago, Minneapolis, St. Louis, Kan- 
sas City. Birmingham, Seattle, Houston. Los Angeles, San Fran- 
cisco and Portland. In no event. said OPA, would the schedule 
provide a maximum shipping point of less than $22 a gross ton. 

Demand for second-hand rail suitable for continued trans- 
portation use had risen sharply, with supplies of new rail Tre- 
stricted as a result of the defense program, said OPA. 
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Rail Wage Emergency Board Reports 


Recommends Increases Amounting to Twelve and a Half Per Cent of Labor Payroll—Vacations 
with Pay—No Consideration of Rules—Rate Increases Suggested as Means of Meeting 
Added Costs—Management Accepts—Men Considering Action 


By Rosert J. BAYER 


The President’s emergency board the afternoon of Novem- 

®@ ber 5 submitted to him its report on the rail wage con- 

troversy, all five members being present, having arrived from 

Chicago in the morning. Their visit with the President lasted 

less than haif an hour. The White House press secretary said 

there would be no statement from the President, the report of 
the board being made public without comment. 

The board’s report recommended an increase of 742 per 
cent in the wages of operating workers and 9 cents an hour 
in the wages of non-operating workers. The latter, it said, 
was “equivalent to an average increase of 1314 per cent.” The 
operating increase, it said, would cost the railroads between 
$53,000,000 and $54,000,000 a year, and the non-operating in- 
crease $187,000,000 a year. Both, it said, should be retroactive 
to September 1, 1941, and should expire December 31, 1942, 
unless extended by agreement. At that time, it said, the 
railroad wage structure should be examined in the light of the 
then existing economic conditions. 

On the second question confronting it—vacations with pay 
for non-operating employes—the board recommended granting 
a six-day vacation with pay in 1942 “and each year thereafter.” 
operating unions had made no vacation demands, and that part 
of the board’s report has nothing to say about them. 

A somewhat similar situation existed with reference to 
proposed changes in working rules of operating employes. 
They were not before the board, because the operating brother- 
hoods and the railroads had agreed to resume mediation of them 
after the wage case was settled. With reference to proposed 
changes in rules of non-operating employes, the board said 
they should be resubmitted for reconsideration under the 
progressive steps of the railway labor act. 

The report discussed at some length the question of 
minimum wages leading to the recommendation that 45 cents 
an hour be fixed as the minimum for rail and express workers, 
with the exception of short line workers, for whom it recom- 
mended a minimum of 40 cents. As to the other wage ques- 
tions for short line workers, it said they should be negotiated 
and arbitrated under the provisions of the railway labor act. 

Express workers’ wages should be raised 7% cents an 
hour, it said, with the same retroactive and expiration dates 
as those of the rail workers. 


The vacation recommendation, the report said, would cost 
the railroads between $20,000.000 and $24,000,000 a year, and 
the express wage raise, $7,000,000. Thus, it calculated, the 
cost of accepting all of the recommendations would total be- 
tween $267,000,000 and $272,000,000 a year. The railroads 
part of this, the board said, amounted to 12% per cent, based on 
the estimated total of their 1941 payroll. : 

The report covered 162 printed pages. It summarized the 
steps leading to the disputes and stated the main points of 
testimony and argument concerned with each before setting 
forth its conclusions and recommendations. Its summary of 
recommendations was as follows: 


Wages 


1. In view of the uncertainties confronting the economy of this 
country for the duration of the existing emergency, all increases in 
Wages constitute a temporary addition to pay and not a change in basic 
wage rates, except for minimum rates hereinafter suggested for the 
railroads, 

2. These temporary additions shall be effective as of September 1, 
1941, and shall terminate automatically on December 31, 1942, unless 
the parties extend the arrangement by agreement. 

3. The employes represented by the five operating brotherhoods 
Shall receive an addition of 7%% per cent over their present wage rates. 

4. The employes represented by the fourteen cooperating railroad 
labor organizations shall receive an addition of 9 cents per hour over 
their present rates.* 

5. The wage increases recommended by the board for the period 
to December 31, 1942, shall be added to present wage rates. However, 
the board further recommends that a permanent basic minimum wage 
of 40 cents per hour shall be established for the employes of the 
So-called short lines, and a permanent basic minimum wage of 45 cents 
per hour shall be established for all other employes in the railroad 


*This would be approximately equivalent to an average increase of 
13% per cent. 


industry, including the Railway Express Agency, and that no one shall 
be paid below these basic wage figures for his class of employment. 
With the exception of the short lines, this involves no further monetary 
addition since the wage increases as recommended will bring railroad 
workers in their respective classes to or above the suggested basic 
minimum wage rates. 

6. The employes of the Railway Express Agency shall receive a 
wage increase of 74% cents per hour. 

The emergency board is unable to recommend a specific wage in- 
crease for the employes of the so-called short lines beyond the proposed 
40-cent minimum, because the record of the case does not contain 
sufficient data on which to base an intelligent wage recommendation 
applicable to them. Most of the short lines are in a precarious financial 
condition and are characterized by other distinguishing factors justify- 
ing further consideration of their wage problem through the procedures 
of the railway labor act. 

Hence, it is the opinion of the board that some wage increase for 
the employes of the short lines should be agreed upon among the 
parties through the processes of negotiation, mediation, arbitration, 
and if necessary, the findings of another emergency board. 


Vacations 


1. A vacation of six consecutive work days shall be granted with 
pay to all employes in the fourteen cooperating organizations who work 
substantially throughout the year or who are attached to the industry 
as a result of reasonably continuous employment. Any employe who 
works, sickness and injury excepted, not less than 60 per cent of the 
total work hours per year figured on the basis of the 48-hour week 
shall be entitled to the six-day vacation with pay. All such employes 
who have been so employed during the year preceding January 1, 1942, 
shall receive vacations with pay and all employes thereafter who have 
been similarly employed during a preceding year shall be entitled to 
a vacation with pay. ; 

2. It should be recognized by all concerned that the present rules 
were developed for the industry at a time when the parties did not con- 
template arranging for vacations with pay. Any changes in the working 
rules as they apply to vacations should be the subject of negotiation 
between the proper officials of the carriers and the employes’ organiza- 
tions. Negotiations should be entered into immediately and any neces- 
sary changes in rules should be agreed upon by January 1, 1942. 

3. The period during which vacations may be taken shall be from 
January 1 to December 31 each year. Due regard consistent wtih effi- 
cient operations shall be given to the desires and preferences of the 
employes when fixing the dates for their vacations. 

4. All employes who are eligible for vacations shall be required 
to take them and the carriers shall release such employes from their 
duties for the vacation period. If a carrier finds in the event of an 
extreme emergency that it cannot release a given employe for a vaca- 
tion, then such an employe shall receive an extra week’s pay. 


5. The carriers shall hire vacation relief workers. It is our judg- 
ment that a vacation system should not be used as a device to make 
unnecessary jobs for other workers. If a vacation relief worker is not 
needed in a given instance, and if failure to hire a vacation relief 
worker does not burden those employes remaining on the job, or burden 
the employe after his return from his vacation, the carrier should not 
be expected to replace every employe on vacation with a relief worker: 

6. Whenever more favorable arrangements exist with regard to 
vacations either by agreement or custom than those recommended by 
this board such vacation arrangements shall be continued. 


Rules 


1. The rules dispute between the carriers and the employes of the 
fourteen cooperating railroad labor organizations should be re-submitted 
for further consideration and determination under the procedures of 
the railway labor act. This board assumes that whatever changes may 
be made in the application of present rules, the basic guarantees to 
railroad labor as to seniority and craft and class lines will be preserved. 

2. It is the board’s opinion that the rules dispute is one which 
lends itself to settlement by negotiation, mediation, arbitration, or 
hearings before a special emergency board. It is not one which should 
be settled by a test of economic force. If a special emergency board 
is appointed to hear the dispute, it should have among its members 
persons thoroughly versed in the practical problems of railroad labor 
and of railroad operations. 


Short Lines 


1. For non-operating employes there shall be a basic minimum 
hourly rate of 40 cents. 

2. Some wage increases for the employes of the short lines should 
be agreed upon among the parties through the processes of negotiation, 
mediation, arbitration, and, if necessary, the findings of another 
emergency board. 

3. Similarly, there should be negotiation and further procedures on 
the issue of vacations with pay for non-operating employes. 
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It is our judgment that negotiation over these matters should be 
initiated by conferences on the individual properties and that if later 
there are proceedings on regional or national lines, these proceedings, 
whether mediation, arbitration or fact-finding and recommendations by 
an emergency board, should be confined to employment on the short 
lines so that the special problems of such lines and of their employes 
may be considered independently without confusing them with similar 
issues arising between the trunk lines and their employes. 


Railway Express Agency 


1. The pay of all the Railway Express Agency employes receiving 
less than 45 cents an hour shall be raised to a basic minimum pay of 
45 cents an hour. 

2. The basic pay of all other employes of the agency shall remain 
unchanged. 

3. All employes shall receive an increase of 744 cents per hour over 
present rates of pay, the same to begin as of September 1, 1941, and to 
terminate automatically as of December 31, 1942. 


Ability to Pay 


One of the important points discussed at length was the 
ability of the railroads to meet the increases. The report 
examined revenues from the viewpoint of past years and pros- 
pects for the future. The latter, it said, could not “be judged 
solely or even mainly by reference to the income statement 
for a single year.” The question of future revenues, it said, 
was “highly controversial,” and one on which “the employes 
presented the bright side while the carriers presented the dark 
one.” One thing, it said, was clear: Ability to pay was not the 
only relevant issue. It said that, so far as evidence was con- 
cerned, the question represented a “queer paradox,” because, 
apparently, “neither side regarded the testimony on ability to 
pay as relevant but each side, nevertheless, introduced such 
testimony in order to rebut the other.” The employes insisted 
that, “even if the carriers could prove inadequate earning power, 
such proof would not constitute a valid defense against the 
obligation to pay fair wages.” On the other hand, the carriers 
asserted that current wages were adequate, without any ref- 
erence to adequacy of revenue. 

The board said that ability to pay depended largely on 
the financial condition of the individual railroads and that its 
own view was that it could not consider in its recommendations 
the forestalling of the danger of bankruptcy on particular 
railroads by recommending differential rates of wages. So far 
as ability to pay referred to the adequacy of railroad revenues, 
“without benefit of railroad rate increases or of any form of 
government aid,” it said it had not accepted “this standard as 
a limit on the wage increases recommended.” Finally, it said, it 
had not allowed doubts as to adequacy of revenues to deter 
it from recommending such wage increases as seemed to it “to 
be fairly warranted by the record in this case.” 

It said its study of the record as it bore on the operating 
prospects of the railroads for the “remainder of the pending 
period of national emergency” did not justify the expectation 
that the railroads could be called on “to absorb more than a 
part of the costs” of the recommendations; that, in making the 
recommendations, on the basis of the proof of the employes 
that existing wages were inadequate, it assumed “that a con- 
siderable share of the financial burden can and should be shifted 
to the general public by appropriate increases in transportation 
rates, unless some form of government aid or subsidy should be 
chosen as an alternate remedy.” It was beyond the province 
of the board, it said, to express an opinion as “the type of re- 
lief that may be required in the light of the public policy and 
of national defense economy.” 


Rate Increase Prospects 


Specifically, on the subject of rate increases, the report 
said: 


For reasons summarized, we are unable affirmatively to find, on 
the basis of the record, that the Class I railroads are now enjoying, 
or presently will succeed in enjoying, revenues in excess of those 
needed to permit them to render the service which the country is now 
calling upon them to render. Whether or to what extent the railroads 
can fairly be called upon to absorb a portion of the wage increase 
which we recommend is a question on which we express no opinion. 
The duty of answering this question, if raised by the carriers through 
a request for permission to increase their rates, has been assigned by 
the Congress to the Interstate Commerce Commission—a Commission of 
recognized, outstanding ability, and one which has command of data 
that this board could not possibly hope to secure. 

In justice, however, not only to the parties but to the public at 
large, we feel obliged to say that our recommended increases in railroad 
wages have been made on the assumption that the railroads can secure 
needed relief from resulting inadequate net revenues by obtaining 
permission to increase their transportation rates. Indeed, our recom- 
mendations are made on the assumption, though not on the affirmative 
finding, that a large portion of the increased wage bill involved in our 
recommendations will be made good to the carriers through increased 
rates. 

Our recommended wage increases (including those of the express 
employes), together with our recommended six-day vacation, are esti- 
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mated by us to involve an increased cost of about $270,000,000 per year 
if applied to a payroll like that of 1941. If this burden on the railroads 
should be shifted entirely to shippers and passengers, in the form of 
a rate and fare increase, such an increase would average about 5 per 
cent. This percentage estimate, however, takes no account of the like- 
lihood that uniform, horizontal increases in rates and fares might be 
unwise or impracticable; nor does it take into account the possibility 
that, even during the emergency period, increases in rates and fares 
might lose for the railroads some traffic that they would otherwise carry, 

In view of our belief that a considerable share, at least, of the cost 
of our proposed wage increases will necessarily be borne by the genera] 
public in the form of higher transportation rates (unless the alterna- 
tive of governmental subsidy should be chosen as the lesser evil), it 
follows that, in our opinion, the much larger wage increases requested 
by the employes would involve not only a much heavier but a much 
more widely distributed draft on the shares of other participants in the 
national income. If the entire cost of meeting the employes’ proposed 
wage scales were to be met by horizontally increased rates and fares, 
such an increase would be on the order of 17 per cent on the basis 
of 1941 data. 


Important Questions 


In order to make up its mind on the wage dispute, the 
report said, the board had considered these additional questions: 


1. Have the hazards of railroad employment and the effort, skill 
and responsibility required of railroad workers been increasing? 

2. Do railroad workers enjoy comparatively regular or irregular 
employment? 

3. How do wages in railroads compare with wages in other indus- 
tries and occupations? 

4. To what extent do railroad wages buy and promise to buy less 
goods than they did on account of changes in the cost of living? 

5. Would an increase in railway wages heighten the menace of 
inflation? 

6. Do the wages of the lower-income groups of railroad workers 
meet reasonable standards of health and decency? 


As to the first, it said: 


After study of the contentions of the parties, so much is plain to 
the board: railroad work requires a wide range of skills, railroad 
employes are men of very high quality, and the railroads are being 
operated with splendid efficiency. The truly remarkable gains in oper- 
ating efficiency, from whatever combinations of causes they may arise, 
would not have been possible without the high skill and hearty cooper- 
ation of railroad workers on the trains and in the shops and offices. 
Beyond this it is difficult to generalize concerning changes in skill and 
strain and effort, for what is true in one railroad occupation may not 
be true in another. But the record does not demonstrate that all rail- 
road employes are skilled workers; or that the skill, effort, and respon- 
sibilities of railroad employes, taken as a whole, have increased in the 
last few years, except as heavier traffic means more responsibility. 
However interesting ratios of traffic units to man-hours of work may 
be to statisticians, such ratios offer very little help to the board in 
appraising the qualitative nature of the work performed by railroad 
men, or the quantitative magnitude of their efforts, or the specific 
contribution of their labor to the output of the industry. The greater 
speed and mechanization of train operations may have affected the 
skill required of the train employes and the nervous hazards to which 
they are subject, but these matters are difficult to measure. Finally, 
it should be noted that much of the testimony of the employes relates 
to specific occupations and cannot be regarded as an argument in 
behalf of a uniform percentage increase in the wages of all employes 
in the operating group or of a uniform amount of increase per hour 
for all employes in the non-operating group. 


Stability of Employment 


_ On the opposing contentions of the parties as to the rela- 
tive stability or instability of railroad employment, the report 
had this to say: 


It is clear that the declining trend in employment has been a dis- 
turbing factor in the lives of railroad men. But the prospects for 
railroad employment have much improved in the last two’ years. What- 
ever else a current increase in wages might do, it cannot benefit the 
men who have been “liquidated’’ from the industry. The burden of 
instability—whether arising from secular, cyclical or seasonal influences 
—is not borne equally by the entire railroad labor force. The seniority 
system shifts the burden largely to the newer employes. Hence any 
addition to wages as a compensation for instability would accrue in the 
main to the older employes who enjoy rather steady employment. The 
variations in instability from occupation to occupation suggest that if 
an addition were made to wages to compensate for instability, the size 
of the addition would need to vary from occupation to occupation. 
There is no such proposal before this board, except in so far as this 
is implied by the demand of the employes for a higher minimum wage. 

The board believes that the employes have rendered a public service 
in stressing the instability from which their industry suffers. The lot 
of the casual worker is especially unhappy. A measure of increased 
protection is now afforded the employes under the railroad unemploy- 
ment insurance act, but the carriers cannot discharge their full respon- 
sibility to society or to their employes merely by making payments to 
the insurance fund. It is especially to be hoped that the carriers in 
cooperation with their employes will investigate ways and means of 
reducing the volume of casual employment. 


Wage Comparisons 


The question of relative wages in other industries was 4 
particularly hard one for which to find the answer, the report 
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said, reproducing a number of tables showing various conten- 
tions. Some general facts, however, could be deduced from 
them, it continued, including the conviction that a large part 
of the increase in industrial wages came from overtime puni- 
tive rates; that “the more spectacular wage increases in recent 
months” have been in the defense industries, and that industries 
“no more influenced by the defense program than the railroads 
have also been impelled to grant substantial increases,” 
while the railroad wages in contrast, “have been unchanged 
since 1937.” Continuing on that subject, it said: 


The board is not unmindful of the fact that wage differentials 
serve an economic function. As shifts in demand take place, it is to be 
expected that they will be reflected in wages—the more so the more 
the workers are specialized to an industry. The high wages now being 
paid in some defense industries are the price that the nation pays to 
jure labor from other employment or from idleness. In part the high 
wages are a premium for the unstable nature of the new employments. 
Railroad labor cannot justifiably measure its deserts with reference to 
the more spectacular wages being paid in some defense industries. At 
the same time railroad labor may rightly urge that it not be left 
behind in the wage movement now under way over practically the 
entire range of industry. Wage differentials have no claim on society 
to be preserved in perpetuity; but when they change sharply in a brief 
period to the disadvantage of a substantial body of workers, the men 
have a grievance that cannot be slighted. 

Some sketchy data submitted by the carriers on the ‘‘quit rate’’ 
suggest that the railroads are not experiencing an unusually high 
degree of voluntary labor turnover. But the statistics lead only to 
negative conclusions. They do not prove that the employes are satis- 
fied. They indicate at most that the employes are not sufficiently 
dissatisfied to sacrifice their present attachment to job and community. 
This condition may change abruptly. From an operating point of 
view it is wiser to forestall a high ‘‘quit rate’’ than to wait until many 
employes leave before raising wages. 


Living Costs and Inflation 


The problem of increased living costs was tied up with 
the possibility of inflation, the board said. It reviewed recent 
inflationary trends and said they would be intensified unless 
the government took steps to check the “spiral already under 
way.” The board faced the “hard problem of squaring justice 
to the railroad employe with the national interest,” it said, con- 
tinuing: 


In so far as the national interest requires a healthy, efficient, and 
justly treated labor force operating the railroads in these trying times, 
there is no conflict. But in so far as the national interest requires 
that inflation be checked, only a vigorous policy by the federal govern- 
ment can save this board from the charge that it has meted out justice 
to a deserving body of wage earners by blinking the nation’s best 
interests. No group has more to lose from inflation than the nation’s 
wage earners. To save the nation from the blight and chaos of infla- 
tion it will probably we necessary to impose drastic new taxes on the 
public as a whole, immobilize a part of the expanding purchasing power 
by some organized scheme of saving, and most important of all, adopt 
a comprehensive plan in regard to wages, profits, and the prices of 
both agricultural and industrial commodities. 


Help for the Lower Paid 


__ It discussed the variations of wages within the railroad 
industry. Those among non-operating employes, it said, ranged 
from 38 cents to $1.21 an hour, while those in the operating 
group ranged from 71 to $1.97 an hour. The average for the 
first group was 66 cents an hour and for the second group $1.10 
an hour. A similar picture presented itself when annual earn- 
ings were considered, it continued, and it was also true that, 
generally, the higher paid group had the greater stability of 
employment. “Low hourly rates and unstable employment seem 
to shadow one another,” it said continuing: 


These facts on hourly and annual earnings provide some guidance 
‘lo the board in making its recommendations for wage adjustments. 
The problem of unstable employment and low incomes cannot be solved 
by adjusting wage rates per hour or day. However, the problem of 
low incomes can be met in part by adjusting rates. In the judgment 
of this board it is desirable, therefore, to give the greater advances 
to low-paid employes. Their needs are greater at all times; and espe- 
cially so today when, as we hav2 seen in the preceding section, the 
cost of living is rising faster for this group than for any other. 
_ The board is limited in the extent to which it can apply this prin- 
ciple. But there are three devices that will conduce to the general end 
Mm view, The first device is to recommend a flat addition to the hourly 
rates of non-operating employes. A flat increase expressed in cents per 
hour means a higher percentage increase to low-paid occupations than 
to more highly paid ones. The second device is to use a flat amount 
that yields on the average a higher percentage for non-operating than 
for operating employes, the reason being that the former as a group 
are not so well off as the latter. The third device centers around mini- 
mum wages and requires more extended discussion. 


The board rejected the contention of the railroads that, be- 
Cause minimum wages were covered by the fair labor standards 
act, it had no power to consider the matter and that any min- 
‘mum it might fix would have to be fixed on the basis of the 
lowest wage prevailing in any of the areas served by the rail- 
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roads. There were sociological implications in that particular 
question, it said, adding: 


Recent changes in the cost of living are larger for the low income 
groups than for the high income groups because the former have less 
margin between income and expenditure and because the increase in 
the cost of food, which has been greater than the increase in the total 
cost of living, affects a larger proportion of the budget of the low- 
income groups. 

The board believes that, as technological improvements continue 
and productivity grows, society should continue to see that the lowest 
income groups advance absolutely and relatively. However, this board 
believes that, in executing such a policy, the increases should not be 
taken in one or two large jumps lest wide mechanization result and 
large numbers of workers be suddenly displaced. Such mechanization 
should and will come as a means of sustaining higher production and 
higher incomes. But the speed in advancing the minimum should 
represent a balance between what is ultimately desirable and what will 
afford society a fair chance to absorb the displaced employes. 

This board, thcrefore, believes that, the first modest step having 
been taken by the wage and hour administrator by raising the basic 
minimum wage in the railroad industry to 36 cents per hour on March 
1, 1941, another advance now is due. 


Gurley Plan Rejected 


The board rejected the so-called Gurley plan—for a sliding 
scale of wage increases based on the cost of living and railroad 
gross revenues—with the brief remarks that it might tend 
to place a ceiling on “real’’ wages; that, as an “automatic 
process” it might displace the orderly processes of collective 
bargaining; that there would be a “lag” between the moving 
events and the wage adjustments, and that it would be hard 
for the average worker to understand. 


Wage Conclusions 


From all these considerations, the report said, the board 
had drawn the following conclusions with respect to wages: 


1. In the men and women who run and maintain American rail- 
roads the public possesses an invaluable resource. These employes 
exemplify the best of American standards in skill, effort, and re- 
sponsibility. 

2. The last two decades have witnessed an amazing improvement 
in the operating efficiency of American railroads. That efficiency has 
made it possible to meet the needs of the present defense emergency 
much more successfully than.that of 1917. In this improvement the 
general advance of technology and the resourcefulness of management 
have played determining parts. The investor has contributed essential 
capital. But without the skill and cooperation of railroad labor the 
result could not have been achieved. 

3. There is no convincing proof that the hazards of railway em- 
ployment are increasing; such general tendency as exists seems to 
point the other way. Nor was definite evidence submitted that the 
increased mechanization and speed of railroads have added generally 
to the strain of railroad employment although they undoubtedly have 
done so in certain cases. 

4. Work on the railroads is to a considerable extent seasonal in 
character, The seasonality is concentrated in a few occupations, chiefly 
in work on maintenance of way. Every year a large body of workers 
are hired for brief periods and then leave the industry. 

5. During the great depression, nearly half of the railroad workers 
were laid off. Many lost job, skill, and security. This experience of 
railroad labor was not unlike that of industrial labor generally. How- 
ever, while the wages of manufacturing labor began to decline in 1929 
and 1930, the wages of railroad labor were maintained until 1932. At 
that time railroad employes took a 10 per cent temporary deduction, 
in contrast to much larger reductions in industry generally. 

6. Since 1933, however, labor in manufacturing and other major 
industries has slowly gained on railroad labor in spite of the gains 
which the latter made through the restoration by 1935 of the 10 per 
cent deduction in 1932, and the increase in basic rates of 7 to 8 per cent 
in 1937. Since the development of the extensive defense program the 
advantageous position railroad labor has enjoyed is rapidly being lost. 
Hourly earnings in manufacturing and in most other industries are 
increasing at a rapid rate, while railroad hourly earnings have been 
practically constant since 1937. The increase is especially marked in 
defense industries, but in at least six of ten major non-defense indus- 
tries there have been increases of at least 10 per cent since 1937. Since 
the relatively high position of railroad labor in the national wage 
structure has deteriorated abruptly in recent months, railroad labor 
has a right to ask society to correct this situation. It should be remem- 
bered that the standard work week of non-operating railroad labor is 
longer than that of manufacturing labor. 

7. Due to the 25 per cent decline in the cost of living from 1929 
to 1933, the dollars received by railroad employes fortunate enough to 
remain on the payroll increased greatly in purchasing power. Since 
then the cost of living has moved irregularly, standing 17 per cent 
higher in Septe:nber, 1941, than in 1933. Much of this increase has 
occurred in the last few months. The index for September, 1941, is 
109.7 with August, 1939 as the base, or 105.2 with June, 1937, as base. 

8. These index numbers understate the recent increase in the cost 
of living, especially for the low-income groups. Moreover, recent move- 
ments in wholesale prices foreshadow a further increase in living costs. 
These changes, combined with the recent deterioration of railroad 
labor’s position in the wage structure, indicate a need for a wage 
adjustment. 

9. The menace of an extreme price inflation confronts the country. 
Although it is important not to increase this danger, it would be 
discriminatory to refuse railroad workers a wage adjustment to which 
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they are entitled, especially in the absence of a coordinated national 
policy designed to restrain the movements of prices, wages, and profits. 

10. In view of the many uncertainties in the national outlook, the 
increase in railroad wages should be a temporary addition to pay, 
not an increase in basic wage rates, except for the minimum wage 
later recommended. 

11. The ‘‘emergency compensation plan’’ proposed by the carriers, 
although it has many excellent features, is not recommended by this 
board—and for the following reasons: (a) Labor fears that such a plan 
would tend to place a ceiling on ‘‘real’’ wages. (b) Labor’s policy has 
been to win increases in periods of prosperity and to hold them during 
periods of depression. Labor elieves that whether the wage scale 
should be maintained or not in a depression is a question to be nego- 
tiated in each instance. The board agrees that processes of collective 
bargaining and the procedures under the railway labor act are superior 
to the automatic process suggested in these hearings. (c) Under the 
“emergency compensation pian,’’ adjustments would lag considerably 
after events. (d) The plan would not be easily understood by the rank 
and file of workers. 

12. The problem of unstable employment and low incomes cannot 
be solved by adjusting wage rates per hour or day. However, the 
problem of low incomes can be met in part by adjusting rates; and 
in the judgment of this board it is therefore desirable to give the 
greatest advances to low-paid employes. Their needs are greater at 
all times; especially so today when the cost of living is rising faster 
for this group than for any other. 

13. The facts indicate that an increase in the basic minimum wage 
is in order throughout the industry. 


Vacations 


That part of the report dealing with vacations with pay for 
non-operating workers, reflected the views of the chairman 
of the board, Wayne L. Morse, as he had revealed them in 
questions asked at the hearing. 

Vacations had for long been “the aspiration of American 
labor,” the report said, not only for the leisure and “relief from 
everyday cares,” but as a “mark of social status and a recog- 
nition of the worth and dignity of the ordinary laboring man.” 
It pointed out that “the general social desirability of vaca- 
tions with pay” was admitted by railroad counsel at the hear- 
ing and that the only objection of the railroads was the present 
pressure of the national defense program. The board said 
that if that program had increased the pressure on the railroads, 
it had also increased the strain on the workers. A sound vaca- 
tion plan for normal times was “equally sound under emergency 
conditions that increase the strain upon the physical and mental 
powers of the employes,” it said. A vacation plan for non- 
operating railroad workers would cause dislocations and require 
adjustments, it continued, but those difficulties were not in- 
surmountable. It said, however, that changes in working rules 
adopted before vacations were contemplated and that would 
make the difficulty of granting them too great, ought to be 
ironed out in negotiations, but that such rules “should be 
disturbed as little as necessary’ to permit the operation of a 
vacation plan on a reasonable and workable basis.” 

Vacations, it said, should be limited to six consecutive 
working days a year for employes who worked 60 per cent 
or more of the total working hours in the year previous, on 
the basis of a 48-hour week. The vacation period, it concluded, 
should not be limited from April 1 to September 30, but should 
be “spread over the full year.” The board’s findings on the sub- 
ject were: 


1. That the paid vacation in industry has become an important 
element in our American standard of living. 

2. That it is necessary to the maintenance of physical and mental 
well-being of workers. 

3. That productive efficiency tends to be enhanced by a periodic 
respite from labor, and vacations with pay greatly improve labor 
morale. 

4. That the cost of vacations is offset in part, at least, by the 
increased productivity resulting therefrom. 

5. That the increasing strain upon the individual produced by the 
defense effort accentuates the need for an annual leave. 

6. That the introduction of a vacation plan at the present time 
would not hamper unduly the efficient operation of the railroad in- 
dustry. 


Non-Operating Rules 


“The report dealt with the rules dispute between the non- 
operating workers and the western and southern railroads 
briefly. It accepted the suggestion of railroad counsel that 
the entire matter be remanded to negotiations and mediation. 
Its findings were: 


That for the board to attempt to reach conclusions that could 
be supported by findings which wouid change the rules, would be an 
impossible task for the following reasons: (a) A lack of sufficient time 
and opportunity in which to investigate and study the nature and 
effect of the rules, (b) A lack of sufficient knowledge on the part of 
members of the board as to the history, background and intricacies 
of the rules as they now affect the railroad industry, or would affect 
it in the event of their change, (c) A lack of a record sufficiently com- 
plete upon which findings as to the individual rules could be based. 

That many of the existing rules developed during the early his- 
tory of the industry when railroad operating problems were much 
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less complex than those which characterize the industry today; that 
the development of labor saving devices, the great increase in speed 
of operations resulting from the perfection of railroad mechanisms, 
the effect of competition and many other influences have resulted in 
what both parties agree is a ‘‘new industry.’’ Hence the board finds 
that the present situation calls for a re-examination of many rules 
necessary in the past which now may need changing to meet the re- 
quirements of this ‘‘new industry.”’ 

That each of the railroads herein has its own code of rules and 
regulations. While the rules and regulations are similar, they are not 
identical and they are not being interpreted alike by the management 
and employes of the respective railroads; that there appear to be 
conflicts of jurisdiction over the division of work among the respec- 
tive classes and crafts involved as evidenced by conflicting awards 
made by the adjustment boards; that the number of requests for 
interpretations of the present rules, instead of lessening, appear to be 
increasing; that the several divisions of the adjustment board have 
not always followed consistent policies in comparable cases, thus set- 
ting up conflicts and causing confusion in operations. Unfortunately 
the railway labor act makes no satisfactory provision for final adjudica- 
tion of such conflicts. 


Short Lines 


Refusal of the board to do more than recommend a 40-cent 
minimum hourly wage for short line railroad workers was 
based chiefly on the failure of those workers to put in evidence, 
It was obvious, the report said, that conditions of labor on the 
short lines differed from those on the Class I railroads, and 
that, also, there was wide variation in those conditions among 
the short lines themselves. It would be “inappropriate,” there- 
fore, it continued, to make the same recommendations for 
short lines as were made for the longer railroads, and there 
was not sufficient evidence before the board to justify a separate 
and different set of recommendations. It therefore recom- 
mended that there “should be some wage increases” agreed on 
between the short lines and their employes through the proc- 
esses prescribed in the railway labor act. 


Express Workers 


The board’s findings as to the wages of members of the 
three unions involved in the dispute with the Railway Express 
Agency—the Brotherhood of Clerks, the International Associa- 
tion of Machinists and the International Brotherhood of Black- 
smiths—were as follows: 


1. That the entire capital stock of the agency is owned by the 
principal railroads of the country in proportion to the amount of 
business transacted over their respective lines; 

2. That all revenues of the agency, after deducting operating 
expenses, taxes, and other charges, are paid to said railroads for the 
transportetion services provided by them for the Agency; these pay- 
ments being designated as express privileges; 

3. That the agency is owned by the railroads, and that the agency 
is an integrated part of the railroad system; 

4. That of the employes of the agency, approximately 1,326 re- 
ceive an hourly rate of pay of less than 40c per hour. 

5. That the employes of the agency have an advantage over the 
non-operating employes of the railroads in that their average hourly 
earnings are substantially higher than the average for the non-operating 
employes of the railroads. 


The report considered briefly each of the cases in which 
particular parties, including car operating companies, asserted 
themselves exempt frem its jurisdiction and repeated the ruling 
made a number of times at the hearing, that inclusion in the 
President’s proclamation by name gave the board that jurisdic- 
tion. It also mentioned briefly petitions of intervention filed 
by the American Farm Bureau Federation and others, and said 
they had not been allowed but that written statements from 
such parties had been the appendix records of the hearings and 
made available to the parties to the disputes. 

In the letter of transmittal to the President, the board 
reported that “the conduct of the parties throughout this case 
has exemplified a most desirable way to be followed by Amer!- 
can employes and employers in settling their differences over 
labor relations.” The hearings, it said, had “demonstrated the 
value of the judicial process in which reason reigns as con- 
trasted with procedures of economic force in which might 
seldom makes right.” 

The board concluded its report with “grateful acknowledg- 
ment to all the counsel and the parties who participated in the 
case for the many courtesies and fine professional attitude 
which they had extended to the board throughout the hearing. 
The manner in which they had presented their case “was 4 
notable demonstration of the democratic process in action, 
it said. 


Appendix 


An appendix to the report discussed some of the points 
raised in testimony at the hearings. Much of it had to do 
with traffic estimates on which the board based its findings as 
to future “ability to pay.” 

With reference to testimony put in by A. F. Whitney, head 
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of the Brotherhood of Railway Trainmen, as to railroad finan- 
cial misdeeds, the appendix said that, although episodes such 
as some of those referred to “were a contributory cause to 
the unenviable state of railroad credit today,” the board was 
convinced that they were of “only minor significance.’ None of 
the recommendations of the report, the appendix said, were 
“tempered or modified in any way by an effort to protect 
individual railroads from the consequences of these financial 
mistakes.” 

The appendix also contained a summary of testimony 
as to railroad competition from new types of transportation. 
The effects of these, especially after the current defense 
traffic ends, it said, was “impossible to appraise quantitatively.” 

“It is altogether probable that the railroads will suffer 
some further losses of traffic and will be impelled to reduce 
many rates to hold the remainder,” it says. “But as to the 
seriousness of these influences the evidence is inconclusive.” 

The evidence also pointed to the desirability of “more 
rapid progress toward unification” of railroads, although there 
was great difference of opinion ‘as to the amount of actual 
savings which consolidation can effect.’”’ Under present condi- 
tions, it added, “the proper coordination of all forms of trans- 
port facilities should perhaps receive even greater attention,” 
and coordinations of facilities “without complete merger of 
operations” also held promise. 


Rate Testimony 


The evidence bearing on possible rate increases was sum- 
marized as follows: 


In the opinion of the carriers, substantial increase in expenses in 
relation to revenue resulting from increased wage rates would lead 
directly to applications to the Interstate Commerce Commission for 
rate increases, although it was recognized that a blanket or uniform 
percentage increase might not be feasible. It was indicated that in 
1918, 1920, and 1937, general wage increases were followed by sub- 
stantial rate increases. Witnesses for the Express Agency also stated 
that the only possible recourse to meet the burden of increased wages 
would be an increase in rates. 

Most of the employes’ witnesses did not concern themselves with 
the possibility of railroad rate increases. One witness stated that the 
carriers could bear the wage increases without raising their rates, 
although he felt that some of the competitive rates should be brought 
into line. He went on to say, however, that rates should be raised, 
if necessary, in order to pay fair wages. The brief for the non-operat- 
ing organizations concludes that the roads are in a position to pay a 
much higher wage ‘‘without creating any necessity for increasing 
freight and passenger rates,’’ because a greatly increased tonnage can 
be carried without a commensurate increase in operating expenses or 
number of employes. Reference is made to the existing unused 
capacity arising from the increased power of engines, increased capac- 
ity of freight cars, and increased length of trains, and to the likelihood 
that the great gains in traffic will continue for a considerable period. 
The operating employes made no direct reference to rate increases; 
but their analysis of present and prospective traffic and their con- 
fidence in the ability of the roads to carry an almost unprecedented 
proportion of gross into net appears to imply that no rate increases 
should be necessary. 


In view of the carriers’ fear that the present volume of traffic and 
level of revenues are temporary and artificial, and of their claim for 
increased earnings to bolster railroad credit, three can be little doubt 
that an appeal for increased rates would result from any substantial in- 
crease in wages arising from changes in wage rates. 

The carriers suggest that, during the defense period, an increase 
in freight rates on many commodities would not drive them from the 
rails because there is no other place for them to go. But they are 
certain that, because of the prospect of intensified competition, ‘‘there is 
no basis now for reliance upon such a source of additional revenues 
over any extended period of years.’’ 


Whether or not particular commodities could bear increases during 
the defense period, it is likely that a blanket or percentage increase in 
all rates would meet with stiff resistance, especially from those pro- 
ducers who need low rates in order to compete in distant markets, and 
from shippers of commodities with low value in relation to bulk. 
Some shippers are not so much concerned with the actual rates charged 
as they are with preserving their own relative status. But a general 
attitude of shippers with respect to the uneven impact of such increases 
percentage-wise increase in rates falls with special impact on com- 
modities in whose prices transportation charges play a large part. An 
Increase of 10 per cent is more serious for the commodity in which half 
the price is transportation, than for the commodity in which only ten 
per cent or less of the price goes to transportation. 


In general, the Interstate Commerce Commission has been opposed 
to ‘uniform percentage rate increases in recent years, reflecting the 
attitude of shippers with respect to the uneven impact of such increases 
on different commodities and length of haul, although it is willing to 
look favorably on carefully considered particular increases. In 1926, 
the western carriers asked for a five per cent increase, but the Com- 
mission held that no financial emergency existed, and suggested that 
the roads might change specific rate with a view to increasing revenues 
(113 I. C. C. 3). In 1931, the application for a general rate increase of 
1S per cent was denied, but temporary advances ranging to 10 per cent 
were approved (178 I. C. C. 539). In 1935, the carriers asked for a 
seneral 10 per cent increase. save for flat increases on some com- 
Modities, and surcharges of varying amounts were approved, to 
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terminate on December 31, 1936 (208 I. C. C. 4); rates on agricultural 
products were not increased. In 1938, a general 15 per cent increase 
was refused, but the Commission allowed 10 per cent increases on some 
commodities and 5 per cent on others such as agricultural products, 
animals and animal products, and lumber (226 I. C. C. 41). 

In so far as express traffic is concerned, there appears to be some 
validity in the opinion of Express Agency witnesses that in the face of 
increasing competition an increase in express rates would result in a 
lower volume of business. The agency not only has to compete with 
the parcel post and with contract and common motor carriers, but with 
private trucks and freight forwarders, 

Widespread rate increases sufficient to provide the carriers with the 
funds with which to meet wage rate increases might not disrupt traffic 
volume for the time being, but, in the opinion of the carriers, would 
have two unfortunate results: (1) They would stimulate the inflationary 
process with its attendant results on the public in general and the 
wage-earner in particular; (2) they would place the carriers in an un- 
favorable competitive position after the emergency period is over, when 
competition will be even more strenuous than in the past. 


Rail Committee Accepts 


Members of the conference committee of the railroads, 
which had charge of the disputes since their inception, met 
immediately after the report was made public, November 5, 
and issued the following statement: 


The conference committees representing eastern, western and 
southeastern railroads were disappointed at the findings in the report 
to the President by the emergency board with respect to increases in 
wages of railroad employes and vacations with pay for certain groups 
of those employes. 

The additional increase in operating costs as estimated by the 
board totals $260,000,000 to $265,000,000 annually and is a much greater 
burden than the industry should be asked to assume at this time. 

The carrier’s conference committees representing eastern, 
western and southeastern railroads announced November 7, 
that, while they were “disappointed in the recommendations 
of the emergency board and despite the very heavy burden it 
imposes upon the railroads of the country,” they had concluded 
to accept the board’s recommendations. 

“A full and fair hearing was held before the President’s 
emergency board as provided by law and the committees feel 
that in this time of national emergency, in the interest of na- 
tional defense and in keeping with the President’s address to 
the delegates to the International Labor Office, the board’s 
recommendations should be accepted,” said the statement issued. 

Asked at his press conference November 7, whether he 
had any comment on the emergency board’s report, President 
Roosevelt replied that he did not think so. Asked whether he 
planned to ask railroad management and employes to accept the 
board’s recommendations he replied that he had no information 
as to that. President Pelley, of the A. A. R. informed Presi- 
dent Roosevelt of management’s decision. 


Brotherhoods Don’t Like It 


Heads of the five operating brotherhoods also issued a 
statement calling the board’s recommendations “the most dis- 
appointing of any recommendation rendered by a federal tri- 
bunal in the last 50 years.” They said they would recommend 
that the proposed increase of 7% per cent for their members 
be not accepted. 

The statement was signed by Alvanley Johnston, grand 
chief engineer, Brotherhood of Locomotive Engineers; C. J. 
Goff, assistant president, Brotherhood of Locomotive Enginemen 
and Firemen; H. W. Fraser, president, Order of Railway Con- 
ductors; A. F. Whitney, president, Brotherhood of Railway 
Trainmen, and T. C. Cashen, president, Switchmen’s Union of 
North America. It said: 


The board’s recommendation as it applies to railroad represented 
by the transportation brotherhoods is a twin sister to the Gurley bonus 
plan which the reorganizations rejected in mediation and condemned 
as un-American before the President’s board. 

The report, as we see it, is an engraved invitation for transpor- 
tation men to leave the service. 

As a whole, the board’s recommendation is the most disappointing 
of any recommendation rendered by a federal tribunal in the last 50 
years. The chief executives of the five transportation brotherhoods 
regret that they cannot advise or recommend that it be accepted. 
Their objection is on two grounds, first that the recommended increase 
for the transportation employes is not sufficient, and second, that the 
increase is only temporary, whereas the transportation brotherhoods 
feel that any increase should be added to the basic rates of pay. 


The chiefs of the brotherhoods met with some 300 of their 
general chairmen, at the Morrison Hotel, the afternoon of 
November 6, and recessed after several hours of discussion to 
reconvene the following day. It was said that their delay in 
action was deliberate to “give the boys back home” a chance 
to express opinions in letters and telegrams. Those received up 
to a late hour on November 6, it was said, generally expressed 
the opinion that the board’s report should be rejected. There 
was some complaint about the fact that the board recommended 
only temporary increases instead of the permanent additions to 
basic wage rates so strenuously urged by the brotherhood lead- 
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ers, but the main complaint by the brotherhoods was against 
the level of the operating increase—7% per cent—which most 
of the letters and telegrams said was inadequate. 

Meanwhile, the executive officers of the fourteen non- 
operating unions held a brief meeting and decided that: the 
decision as to whether or not to accept the board’s recommenda- 
tions ought to be made by the general chairmen of their 
organizations. They thereupon called a meeting of those gen- 
eral chairmen, to be held at Chicago, November 12. Mean- 
while the executive group refused to express an opinion. 

Among the union leaders the feeling seemed to be that a 
strike call would be issued by both the operating and non- 
operating groups. Lobby conversation indicated, however, that 
neither group expected the setting of a strike date to result in 
actual stoppage of work. As the head of one of the brother- 
hoods, who refused to be quoted by name, put it: 

“Before the thirty days are up the Big Chief down in Wash- 
ington will get us together in one room and by the time we 
come out we’ll all have agreed to something.” 


Bryan Opposes Rate Increase 


Commenting on the emergency board’s wage report, J. E. 
Bryan, president of the National Industrial Traffic League, said 
that an increase in freight rates to meet the cost of the recom- 
mended wage increases and vacations, which the board sug- 
gested would be necessary, would reduce rather than increase 
railroad revenues. The existing high level of freight rates, he 
said, had already brought about a shift in industry, bringing 
manufacturing plants nearer to sources of supply and reducing 
lengths of rail hauls. A further increase in rates, he said, 
would “accelerate the tendency and actually reduce the gross 
receipts of the railroads rather than increase them.” 

If the railroads could not absorb the cost of the increases, 
he said, the burden would “fall on industry generally,” and “it 
was difficult to see how American industry could stand such a 
heavy addition to its transportation cost, in addition to the in- 
creased taxes and other burdens it had been required to assume 
in the last eighteen months.” 

He called attention to the concern expressed in the report 
over the “inflationary effects of the increases in railroad pay- 
rolls, because of the added money” increased wages would give 
the men to spend. The board seemed to have overlooked “the 
more serious inflationary effect of adding, at one swoop, $270,- 
000,000 a year to the cost of American products,” he said. 

It was a matter for regret, he continued, that the wage and 
wee rules issues could not have been settled on the same 
record. 

“If the railroads could have some relief from the burden- 
some rules, perhaps they could have saved enough money to 
grant the comparatively reasonable wage increases without 
resorting to a rate increase,” said he. 

He said the board’s report would be discussed at the an- 
nual meeting of the league, to be held at the Palmer House, 
November 13 and 14. 


RAIL UNEMPLOYMENT INSURANCE 


Benefits paid to unemployed railroad employes under the 
railroad unemployment insurance act increased from $15,304,477 
in the year 1939-40 to $17,421,654 in the year 1940-41, accord- 
ing to the Railroad Retirement Board, which said that the in- 
crease was due entirely to amendments passed by Congress 
increasing the benefit payments. The total number of indi- 
viduals who received benefits for unemployment for 1940-41 
was 161,876, as compared with 162,808 in 1939-40. 


RAIL WAGE STATISTICS 


Class I steam railways, exclusive of switching and ter- 
minal companies, reported a total of 1,207,158 employes as of 
the middle of August, and total compensation for that month of 
$199,953,175, according to a Commission compilation of rail 
wage statistics, statement M-300. 

The employment was an increase of 146,665, or 13.83 per 
cent, over the number reported for August last year. The total 
number of hours paid for was 15.52 per cent greater, and the 
total compensation was 16.49 per cent greater in August this 
year than in August last year. A comparison of the number of 
employes who received pay in the month with the total hours 
paid for, showed 203 hours an employe in August this year and 
200 hours in August last year. Employes paid on an hourly 
basis in August this year received pay for 9,983,009 hours of 
overtime, which was 4.24 per cent of the straight time paid for. 
The corresponding percentage for August last year was 3.05. 

Compensation for “time paid for but not worked” for 
August was reported as follows: Executives, officials, and staff 
assistants, $94,258; professional, clerical, and general, $1,914,- 
440; maintenance of way and structures, $92,740; maintenance 
of equipment and stores, $822,748; transportation (other than 
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train, engine and yard), $216,953; and transportation (yard- 
masters, switch tenders, and hostlers, $129,774. 

In the train and engine service compensation for August 
was reported as follows: Straight time actually worked, $43,- 
316,756; straight time paid for, $52,761,231; overtime paid for, 
$5,063,451; constructive allowances, $1,600,098; total, $59,424 - 
780. Miles actually run totaled 470,464,837 and miles paid for 
but not run totaled $56,016,141. 


R. E. A. LABOR DISPUTE AT DETROIT 


The National Mediation Board announced that it began 
mediation October 31 in the wage dispute that had arisen be- 
tween the Brotherhood of Railway and Steamship Clerks, 
Freight Handlers, Express and Station Employes and the Rail- 
way Express Agency at Detroit, Mich., through board member 
George A. Cook at Detroit (see Traffic World, Oct. 11, p. 924). 


Retirement Board Rulings 


Redcaps are to be credited with compensation under the 
railroad retirement and unemployment insurance acts, accord- 
ing to a Railroad Retirement Board order. Compensation will 
be creditable in amounts, not exceeding $300 a month, equal 
to the tips or other remuneration received from railroad patrons, 
plus whatever the redcaps are paid by the railroads to make 
up their guaranteed minimums. Employers are liable for con- 
tributions under the railroad unemployment insurance act with 
respect to such compensation. 

A trainmen’s association, the object of which is to “provide 
for the comfort of the members while in the association rooms 
and to promote a spirit of cooperation and good will among 
the members and between the members and the management,” 
has been held to be an employer under the railroad retirement 
and unemployment insurance acts. 

A general committee of adjustment which represents more 
taan one railroad division is not a local lodge or division as 
defined in board regulations and is therefore not exempted from 
payment of contributions under the railroad unemployment 
insurance act, according to a recent opinion of the general 
counsel of the board. 


Members of a city special assessments commission have 
been held to be public officers by the general counsel in a recent 
opinion. An individual may act as a public officer without 
affecting his right to receive annuity payments since public 
officers do not render compensated service as employes. Under 
the railroad retirement act an annuitant cannot receive an an- 
nuity for any month in which he has “rendered compensated 
service” to any employer under the act or to the last person 
by whom he was employed before his annuity began to accrue. 

A warehouse company, the entire capital stock of which 
is owned by a railroad, has been ruled an employer under the 
railroad retirement and unemployment insurance acts because 
it performs services in connection with railroad transportation. 


RED CAP WAGES CASE 


Phillip L. Sullivan, judge in the federal district court at 
Chicago, has informed parties to Civil No. 1097, a case brought 
by approximately 1,070 red caps against eight railroads for 
$908,510 in back pay and for an equal sum as indemnity, that 
he will not render a judgment in the case until the Supreme 
Court decides two other red cap cases involving demands for 
back pay. The suit at Chicago was heard in January (see Traf- 
fic World, Feb. 1, p. 277). The two suits now before the 
Supreme Court are No. 1023, Pickett vs. Union Terminal Com- 
pany, and No. 112, Williams vs. Jacksonville Terminal Company 
(see Traffic World, Oct. 18, p. 995). Hearing in the cases 
will be held by the high court early in December. 


RAIL EMPLOYMENT 


Employes of Class I steam railways, exclusive of switch- 
ing and terminal companies, at the middle of October, 1941, 
totaled 1,217,750, the highest figure reached since September, 
1931, when there were 1,235,000 employes. The October em- 
ployment, according to a Commission compilation based on 
preliminary reports, was an increase of 13.47 per cent over 
October last year and an increase of .54 per cent over Septem- 
ber this year. By the various classes of employes, the employ- 
ment as of the middle of October, 1941, was as follows: 

Executives, officials and staff assistants, 12,396; profes- 
sional, clerical and general, 183,176; maintenance of way and 
structures, 268,790; maintenance of equipment and _ stores, 
332,339; transportation (other than train, engine, and yard), 
142,811; transportation (yardmasters, switch-tenders and hos- 
tlers), 14,127; and transportation (train and engine service), 
264,111. 
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Repeal of Land Grant Rates 


Railroads are planning to ask Congress to repeal provisions 
of the land grant rate law which permit deductions on the 
transportation of military or naval property of the United 
States moving for military or naval but not for civil use and 
on the transportation of members of the military or naval forces 
of the United States (or of property of such members) when 
such members are traveling on official duty. These provisions 
are those which were not repealed by the transportation act of 
1940. Complete repeal is sought because of difficulties en- 
countered as to the applicability of the land grant rates on 
defense traffic and the railroads’ concern about potential rev- 
enue losses which might result should the present deductions 
prevail. The railroads’ earnings, it is understood, are currently 
far below what might have been expected from present traffic 
because a large proportion of the rail business is government 
traffic on which the deductions apply. 

Differences of opinion, it was pointed out, existed between 
the railroads, on the one hand, and government departments, 
on the other, and between government departments and agencies 
within the departments as to what the present provisions of the 
law mean, and uncertainties as to what interpretation might 
finally be put on them by the courts. A ruling of the Comptroller 
General of the United States that materials transported and 
used in the construction of the additional set of locks on the 
Panama Canal were eligible for land grant deductions was 
regarded by the railroads as conflicting (see Traffic World, June 
7, p. 1448). The railroads felt that the materials should not 
be held to qualify because the locks would serve commercial 
shipping as well as naval craft. 

The railroads view the present situation as not being in 
accord with what Congress had in mind when it repealed pro- 
visions of the land grant law in 1940. They said it was not 
expected the government tonnage would be as large as it is 
today. Pointing out that when the land grant deductions were 
fixed by the courts at 50 per cent from the commercial rates, 
the operating ratio of the railroads was much lower than it 
was now, the railroads said if 50 per cent was correct at the 
time it was set, it was now inadequate because of heavy in- 
creases in operating expenses. 

An unanswered question also has arisen as to whether or 
not the land-grant deductions are to be applied on materials 
shipped in connection with the lend-lease program. Transfer 
of the Coast Guard to the Navy by executive order of the 
President is expected to bring shipments for the Coast Guard 
within the land grant rates. 

Complete repeal, according to the railroads, would not only 
give the roads relief, but would be advantageous to shippers, 
on account of removal of uncertainties about rates and save 
the government large amounts of expense. 


Defense Effect on Warehousing 


Speaking on “The Effect of the National Defense Program 
on Warehousing,” at the semi annual convention of the South- 
west Warehouse and Transfermen’s Association at Houston, 
Texas, November 7, Dr. John H. Frederick, professor of trans- 
portation and industry, School of Business Administration, Uni- 
versity of Texas, said that national defense was a new industry 
of “astronomical size,” and that its effects would be felt in 
public warehousing in four ways. These, he said, were the 
effect of priorities, of modifications in the transportation situa- 
ion, of the setting of commodity price ceilings, and of increas- 
ing demands for storage space. 

On the first point, he said, the curtailment of manufacture 
and distribution of such things as washing machines, radios, 
electrical products, and other manufactured articles might 
actually increase the use of warehouses as points of storage and 
distribution. The curtailment, he said, might so reduce the 
Volume handled through manufacturers’ private branch ware- 
houses as to make public warehousing more economical. To 
that extent, he said, the use of priorities might “actually bring 
new accounts of this nature to the public warehouse.” 

_When it came to priorities for supplies for running his own 
business, the warehouseman was in the same position as other 
manufacturers, he said. There would probably be inconvenience 
in the field, he said, “some real hardship, and the need for exer- 
cising a good deal of ingenuity in carrying on the business in 
the next few years.” He felt sure, however, he added, that the 
OPM would recognize the warehouses as a “vital link in distri- 
bution and transportation” and not “hamstring them in carry- 
ng on their business.” 

_ “It hasn’t happened yet,” he said, speaking of transporta- 
ion, “but all these and other factors may very likely produce 
an almost unprecedented congestion in all types of transporta- 
tion with transportation priorities the ultimate result. Under 
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these conditions, the importance of manufacturers keeping more 
stocks at points close to customers is easily seen.” 

The removal of vessels from intercoastal service was bring- 
ing about a shift in the warehousing business, he said; the Gulf 
ports were losing their competitive advantages as distribution 
centers for the southwest, while at interior points, such as 
Dallas and Fort Worth, “pool car distribution possibilities will 
attract business to warehouses.” 

The change at east coast warehouses was even more 
marked, he said. He spoke of terminals there, heretofore oper- 
ating as distributing centers to the interior on lumber arriving 
from the Pacific Coast by water, that were now operating as 
rail terminals for the same lumber for export. 

“Many warehouses that have been chiefly doing a distribu- 
tion business may find themselves in the bulk storage business,” 
said he, “and others which have not been particularly inter- 
ested in distribution heretofore may find it extremely profitable, 
due to disruptions which have occurred or will take place in 
transportation.” 

He said the move toward price ceilings on commodities had 
not progressed very far in this country but he believed “that 
it should.” With the fixing of prices received by manufacturers 
and distributors, the rates for warehousing would also become 
fixed, he said, and he advised warehousemen to see that, before 
that time came, their rates were put “on a level for all their 
services so that they won’t come out on the short end of the 
deal.” It was important, he said, that this be done before 
price ceilings were set. It would be “virtually impossible to 
make adjustments afterwards,” he added. 

The effect of the defense program in increasing the demand 
for storage space was more important at the eastern and west- 
ern seaboards than in the southwest, said he. Merchandise 
warehouse space in the middle Atlantic states was 72 per cent 
occupied in January, 1940, and 86.5 per cent in July, 1941, he 
said, while in the southwest it had been 80 per cent occupied 
in January, 1940, and only 66.6 per cent in July, 1941. There 
was still plenty of warehouse space available in some parts of 
the country, he said, but it was “getting tight in sections where 
national defense business was making its demands.” Con- 
tinuing, he said: 


I can’t help but believe that as time goes on many of the products 
which have been handled by public merchandise warehouses and are 
now under priority restrictions will again be produced to meet con- 
sumer demand. The reason their production is now restricted is 
because the essential raw materials, such as zinc, copper, aluminum, 
nickel and steel, are needed in national defense. But our production 
of these vital materials is being stepped up tremendously. No one 
actually knows what the productive capacity of the United States is.... 

Next year there will be more materials to work with, and more the 
next, and more the next, until we are able to handle the industry of 
national defense and at the same time supply consumers with electric 
refrigerators, washing machines, automobiles, tires, and all the many 
things that go to making up our standard of living. And all the time 
people must eat. As yet there are no priorities on food products and 
food products of many sorts and in many forms always have been and 
always will be important accounts for public warehousemen. So look 
on the present situation as an opportunity to take your rightful place 
as a vital agency in distribution, as one of the most important means 
of reducing distribution costs. 


Fibre Container Specifications 


A saving of approximately 10 per cent of the paperboard 
used in the manufacture of corrugated and solid fibre shipping 
containers, it is estimated, will be made as the result of modi- 
fication of Rule 41, of the classification, which will permit the 
use of thinner and lighter materials in the manufacture of the 
containers, according to an announcement made by the con- 
tainers branch of the Office of Production Management. The 
railroads have had requests for modification under considera- 
tion for some time. 

The modified rule, according to information received at the 
Association of American Railroads, will be published on short 
notice in the next supplement, probably in a few days. Pres- 
ent containers of heavier weight may be packed up to 10 per 
cent more than they have been, according to the understanding 
at the Commission where it was stated that the modifications 
proposed had its approval. In its announcement the OPM 
containers branch said: 


The effect of the modification will be to provide for defense uses 
between 250,000 and 300,000 tons of paperboard per year without using 
any additional raw materials or supplies. The containers branch of 
OPM believes this wiil enable the fibre box manufacturers to meet all 
present shipping container demands. 

The new specifications were proposed by the simplification com- 
mittee of the Association of American Railroads after consultation 
with the conservation committee of the fibre box manufacturers. 
Hearings were held by the railroad committee in various sections of 
the country. 

In substance, the new regulations save material by permitting the 
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use of thinner and lighter materials in the manufacture of fibre ship- 
ping containers. 

In the past corrugated boxes made to carry 40 pounds or less 
had to be made of a combination of materials having a total thickness 
of 41 thousandths of an inch. This thickness has been reduced so 
that boxes which will carry up to 20 pounds need have a thickness of 
only 27 thousandths of an inch with a slightly heavier thickness for 
boxes in the 20 to 40 pounds bracket. Similarly, boxes to carry up 
to 90 pounds may now be made of one facing 30 thousandths of an 
inch in thickness and one of 16 thousandths in place of two facings, 
each 30 thousandths of an inch thick, formerly required. 

In addition to this liberalization of weight requirements, the size 
limitations have also been broadened. The containers branch of OPM 
believes that distribution costs of goods shipped in the new containers 
will be materially reduced. It is pointed out that it would have cost 
at least $25,000,000 to construct new mill capacity adequate to provide 
the amount of paperboard which will be saved annually through these 
new regulations. 


“This action is an excellent illustration of the results that 
can be achieved through the willing cooperation of forward 
looking industry groups in the defense program,” said Douglas 
MacKeachie, director of purchases, Office of Production Man- 
agement. 


WAREHOUSING CONSULTANT 


Ralph Budd, defense transportation commissioner, has an- 
nounced the appointment of J. Raymond Shoemaker, president 
of the Hygeia Refrigerating Company, Elmira, N. Y., as con- 
sultant on refrigerated warehousing in the transportation divi- 
sion of the Office for Emergency Management. The appoint- 
ment was effective November 1. 

“Mr. Shoemaker will handle problems relating to the 
handling and storage of perishable food products, including 
lend-lease commodities,” said Mr. Budd. “He will work with 
the various procurement agencies of the government in the 
interest not only of seeing that their requirements are met, but 
that the most economical and efficient use is made of available 
cold storage facilities to meet the needs of both domestic and 
export requirements.” 

Mr. Shoemaker is a past president of the national associa- 
tion representing the refrigerated warehouse industry—The 
Association of Refrigerated Warehouses—and of the New York 
State Association of Refrigerated Warehouses. He was a 
member of the code authority for the industry under the 
National Recovery Administration and is at present a member 
of the special defense committee appointed by the industry. 


Texas U. Transport Meeting 


The University of Texas will hold a business conference 
on transportation at the Hogg Memorial Auditorium, Austin, 
Tex., November 14 and 15. Transportation conditions and 
problems in Texas and the southwest will be the subject of the 
conference. 

Speakers at an opening session the morning of November 
14 will include: Dr. A. B. Cox, director, bureau of business 
research, University of Texas, “Resources and Industries of 
Texas and the Southwest’; W. C. Trout, president, Lufkin 
Foundry and Machine Shop, Lufkin, Tex., “Transportation 
Requirements of Texas Industries”; Bailey B. Ragsdale, presi- 
dent, Dirt Farmers’ Congress, Austin, “Transportation Prob- 
lems and Requirements of Texas and Southwestern Agricul- 
ture,” and R. V. Dover, general manager, San Antonio, Tex., 
Freight Bureau, ‘The Industrial and Commercial Traffic Man- 
ager’s Place in Transportation Development.” Dr. John H. 
Frederick, professor of transportation and industry at the uni- 
versity, will preside. 

Olin C. Culberson, member of the Texas Railroad Commis- 
sion, Austin, will speak on “Electric Energy Transport for the 
Efficient Development of the Southwest” at a luncheon meeting 
at the Student Union Building. 


At the afternoon session the same day, E. R. Tanner, traffic 
manager, El Paso, Tex., Freight Bureau, will preside, and the 
following will speak: W. W. Callan, president, Central Freight 
Lines, Waco, Tex., “Motor Transportation in the Development 
of Texas and the Southwest”; W. G. Choate, general manager, 
Missouri Pacific, Houston, “Railroad and Rail Transportation 
in the Development of Texas and the Southwest”; A. D. Simp- 
son, president, National Bank of Commerce, Houston, “Water 
Transportation in the Development of Texas and the South- 
west,” and T. E. Braniff, president, Braniff Airways, Inc., 
Oklahoma City, Okla., ‘‘Air Transportation in the Development 
of Texas and the Southwest.” 

Dr. J. Frank Dobie, professor of English at the Uni- 
versity, will speak on “Pioneer Transportation in Texas and 
the Southwest” at a dinner meeting in the evening, after 
which, at a business session, Commissioner W. M. W. Splawn 
will speak on “Over-All Transportation Service in Texas to 
Match Texas Resources and Their Development,” and David 
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E. Lilienthal, director, Tennessee Valley Authority, Knoxville 
Tenn., will discuss “Freight Rates and Southwestern Indus. 
try.” Dr. Homer P. Rainey, president, University of Texas, 
will preside at the evening session. 

At a final session the morning of November 15, the follow. 
ing will speak: T. E. Swigart, president, Shell Pipe Line 
Corporation, Houston, “The Place of Pipeline Transportation in 
the Development of the Southwest”; Ernest O. Thompson, 
member of the Texas Railroad Commission, ‘The Texas Differ. 
ential Rate Case,” and Gerald C. Mann, attorney general for 
Texas, “Summary of Facts and Conclusions to Be Drawn from 
the Conference.” 


LOCOMOTIVE PRODUCTION 

The Census Bureau of the Department of Commerce has 
reported that shipments of railroad locomotives by manufac. 
turers, other than railroad shops, in September, 1941, totaled 
79, as compared with 87 for August, 1941, and 46 for Septem- 
ber, 1940. Unfilled orders for all types of railroad locomotives 
with the manufacturers at the end of September, 1941, 
amounted to 917, compared with 964 at the end of August, the 
report showed. Unfilled orders (domestic and foreign) for 
Diesel-electric locomotives were 509 at the end of September, 
compared with 583 at the end of the preceding month, it said. 


CONTRACT FOR SMALL SHIPS 


Execution of a contract for nine small cargo vessels known 
as “coasters” at a total price of $8,550,000, to be built by the 
Pacific Bridge Co., of San Francisco, has been announced by 
the Maritime Commission. 

This is the fourth contract for this type of ship which has 
been made and brings the total of “coasters” under contract 
up to 36, according to the Commission. The other companies, 
which are building nine each of these vessels are: Lake Superior 
Shipbuilding Company, Superior, Wis.; Leatham Smith Coal 
and Shipbuilding Company, Sturgeon Bay, Wis., and the Penn- 
Jersey Shipbuilding Corporation, Camden, N. J. 

The Pacific Bridge Company’s yard is located at Alameda, 
Calif. This is the first shipbuilding work this yard has done 
for the Maritime Ccmmission. The company previously has 
engaged in general steel fabrication and drydock construction. 
The Commission describes a ‘“‘coaster’” as a small freight ship 
of approximately 2,800 deadweight tons, 258 feet, 9 inches long, 
with a beam of 42 feet, 1 inch and a draft of 17 feet, 11 inches. 

Bids were originally made for the construction of these 
ships by five companies but all bids were rejected and the con- 
tracts have been negotiated. The contract with the Pacific 
Bridge Company calls for deliveries starting July 7, 1942, and 
extending until March 4, 1943. 





ALLOCATION OF M. C. SHIPS 


The Maritime Commission has announced allocation of 
three so-called Liberty ships, the first of 312 emergency cargo 
vessels it has under construction, to American steamship opera- 
tors for use over national defense trade routes. 

It said the Star of Oregon, launched September 27, was 
scheduled to be delivered by the Oregon Shipbuilding Co., 
Portland, Ore., on Nov. 18 to the States Steamship Co., Port- 
land, and that that shipyard was expected to deliver the Meri- 
wether Lewis, launched Oct. 19, to the American Mail Line, 
Ltd., on Nov. 25. The John C. Fremont, launched Sept. 27, was 
slated for delivery Nov. 24 to the American President Lines, 
Ltd., by the California Shipbuilding Corporation, Los Angeles, 
Calif., said the commission. 

The vessels would be chartered to operators on a bareboat 
basis, the commission stated. It noted that these ships would 
go into service six months after their construction was begun 
and added that 10 to 12 months were required to construct 
ships of a similar type in the last war. Extensive use of weld- 
ing instead of riveting, and utilization of modified mass produc- 
tion methods had contributed to the expedited construction 
records that were being made, it said. 


OCEAN RATES ON HIDES 


The River Plate-United States Freight Conference has 
issued a formal notice to the effect that, effective January 1, 
1942, provisions in their tariff permitting adjustment of ocean 
freight charges on shipments of wet salted hides from the 
River Plate to United States Atlantic and Gulf ports on the 
basis of certified gross outturn weights at port of discharge 
would be eliminated. 7, 

“This is felt to be a constructive step,” the conference said, 
“as this will automatically put hides in the same category 4S 
other cargo on which freight charges are paid on the basis of 
weights determined at port of loading. : 

“Similar action was simultaneously taken by the Brazil- 
United States Freight Conference on hides moving from South 
Brazil to United States Atlantic and Gulf ports.” 
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November 8, 1941 


Port Authorities Meeting 


Plan for Federal Port Control Examined—Addresses 
by Bragdon and Others—Report of President Amar 
By Joseru C. ScHELEEN, Staff Correspondent at Miami, Fla. 


Leaders in the American Association of Port Authorities, 
® arriving November 5 with many other delegates, a day in 
advance of the formal opening of the association’s thirtieth an- 
nual convention at the Hollywood Beach Hotel, Miami, Fla., 
focused their attention on a book of port maps which had been 
prepared for the association and showed deep concern over the 
issue that had led to the preparation of the maps and the book. 
This collection of maps and other data, said a director of 
the association, constituted exhibit A in support of their claim 
that the federal government was planning to “put over” a land- 
grabbing scheme that would have the effect of giving the 
federal government ownership and control of many ports and 
shore facilities along about 63,000 miles of coast and river shore- 
line, involving all but two states of the Union, without payment 
of compensation therefor to the present owners of the land. 
The maps indicated the areas of various ports that would be 
acquired by the government. 
A preface to the “atlas” of ports said the federal govern- 
ment now was reviving earlier efforts to claim title to all sub- 
merged lands, whether reclaimed or not, such lands including 
those inundated at high flood mark or at high tide mark of 
record, as well as land reclaimed by dredging or other means. 
It observed that on December 4, 1940, the Attorney General 
of the United States instituted an action in the federal court 
for the southern California district, central division, to condemn 
certain reclaimed submerged lands on Terminal Island, Los 
Angeles Harbor. In that suit, according to the association, the 
United States asserts it does not concede that either California 
or the City of Los Angeles has any right, title, estate or interest. 
adverse to the United States in the reclaimed submerged lands 
in question. 
“This action,” the map introduction continues, “will operate 
as a quiet title action between the United States, on the one 
hand, and the State of California and the City of Los Angeles 
on the other. The government fully intends to urge and obtain 
adjudication of all its theories heretofore advanced in support of 
the Nye and kindred bills respecting ownership of, or the 
right of, the government to appropriate and use, without com- 
pensation, tide and submerged lands, whether reclaimed or not.” 
The Nye resolution to which reference was made was intro- 
duced in the Senate in an earlier session of Congress, together 
with a similar resolution in the House, on behalf of proponents 
of the government land seizure plan, with the contentions that 
the government had absolute control because of its powers in 
connection with (1) regulation of navigation and interstate and 
foreign commerce; (2) national defense; (3) provision for and 
maintenance of the navy, and (4) national sovereignty, accord- 
Ing to the association. Because of such “constitutional au- 
thority,” according to the views of proponents of the Nye 
resolution, the federal government had a right superior to any 
other right existing, regardless of who owned the fee title, the 
association added. 
__ Officers of the port authorities’ association say they are 
informed that legislation similar to the Nye resolution is now 
being prepared for introduction in Congress. They contend 
that the federal government's action at Los Angeles indicates 
that such legislation will have administration support. They 
propose, therefore, a campaign to inform the shoreline areas 
involved about the anticipated legislation and to bring about, 
a a result, powerful and spirited opposition to it. 
Julius Henry Cohen, general counsel, Port of New York 
Authority, heads the association’s committee on law and legisla- 
tion and its special committee on submerged and reclaimed land 
legislation. 
Directors of the association and members of its executive 
committee met in executive sessions November 5. The officers 
are: Eloi J. Amar, Long Beach, Calif., president; John M. Wil- 
son, Toronto, Canada, first vice-president; C. U. Smith, Mil- 
Waukee, Wis., second vice-president; Mark H. Gates, San 
Francisco, Calif., third vice-president, and Tiley S. McChesney, 
New Orleans, La., secretary-treasurer. Executive committee 
members are: J. Alexander Crothers, Camden, N. J.; Finley W. 
Parker, Galveston, Tex., and K. J. Burns, Vancouver, Canada. 

_ The directors are: Major General Julian L. Schley, army 
chief of engineers, Washington, D. C.; K. M. Cameron, chief 
engineer, Public Works of Canada, Ottawa, Canada; Mr. Croth- 
es; Mr. Parker; Walter P. Hedden, New York, N. Y.; Raymond 
J. Dempsey, Newark, N. J.; Harold L. Jones, Jersey City, N. J.; 
-H. Pouder, Baltimore, Md.; K. J. Burns, Vancouver, Canada; 
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T. H. Banfield, Portland, Ore.; Colonel Marcel Barsaud, New 
Orleans; A. A. Nelson, Lake Charles, La.; J. Russell Wait, Hous- 
ton, Tex.; R. K. Smith, K. C., Ottawa, Canada; William George 
Bruce, Milwaukee, Wis.; P. J. Mulqueen, Toronto, Canada; 
George F. Nicholson, Los Angeles, Calif., and W. R. Martin, 
Long Beach, Calif. 

Convention in Session 


Many of the smaller ports of the United States whose 
services had been curtailed or even discontinued because of 
diversion of shipping to defense-connected trade routes might 
expect to be called on soon to take some of the load from the 
larger ports, in view of ‘‘the added tonnage which must soon 
be moved, together with new ships and new facilities being 
built to move it,” said Colonel John S. Bragdon, of Richmond, 
Va., division engineer, south Atlantic division, U. S. army, 
speaking November 6 at the opening session of the port authori- 
ties’ convention. His address was the “main event” on that 
day’s program. 

When the meeting began, registrations totaled 114, and the 
delegate list included several from Canada. 

Formalities at the first session included addresses of 
welcome by Attorney General J. Tom Watson, of Florida, on 
behalf of Governor Holland; R. R. Saunders, on behalf of the 
Broward county (Fia.) port authority, and Ernest Overstreet, 
Miami harbor official, on behalf of Mayor Reeder of Miami, 
absent because of a “surprise” strike of Miami bus drivers 
Mr. Wilson, the association’s first vice-president, as spokesman 
for the Canadian ports, and Mr. Smith, second vice-president. 
speaking for the U. S. ports, made brief responses. President 
Amar and Secretary-Treasurer McChesney submitted their 
annual reports. 


Emergency Demands Met Adequately 


Colonel Bragdon, after declaring that the port authorities 
and the army corps of engineers were on the same team, said 
that nature had been bountiful but that the nation’s harbors 
today were largely the result of planning and hard work by 
the citizens concerned. Chaos inflicted by war developments of 
the last two years had subjected the harbors to tests, but the 
harbor facilities had proved adequate in the defense emergency, 
he continued. Emergency demands had been met promptly 
and adequately “with even a margin of safety against future 
and greater demands,” he said. He noted that statistics com- 
piled by the army chief of engireers showed that despite losses 
of ship markets due to the war, about 608,000,000 tons of 
freight moved through U. S. ports in 1940, surpassing the 
previous record year, 1929, by 25,000,000 tons. Of the 1940 
tonnage, he added, 403,000,000 tons went through coastal har- 
bors, and 174,000,000 tons through Great Lakes ports, represent- 
ing ar increase of 17,000,000 and 35,000,000 tons, respectively, 
over the commerce of 1939. 

“Statistics already gathered for 1941 indicate that traffic 
for the current year will be even greater than that of last 
year,” he said. “Thus our harbors are now handling an aver- 
age of some 2,000,000 tons of freight every day—enough to fill 
about 500 long freight trains or 200,000 big trucks.” 

He stated that vessel drafts and channel depths in U. S. 
harbors had paced each other many years and that the de- 
signed drafts of commercial vessels had always closed up every 
foot of channel depth made available. He said the New York 
harbor was now 45 feet deep, that the harbors of Boston, 
Philadelphia, Baltimore, Norfolk, Newport News, San Diego, 
Los Angeles and San Francisco provided depths from 36 to 40 
feet, that 19 other ports were 31 to 35 feet deep, and that 28 
harbors ranged in depth from 26 to 30 feet. 

Analysis of the 1940 statistics showed, said Colonel Brag- 
don, that large ports had gained tonnage at the expense of 
smaller ports, that gains had been made largely by North 
Atlantic and Great Lakes ports, and that “even the larger 
Pacific and Gulf ports, except New Orleans,” had barely held 
their own or had shown decreases. The greatest increase in 
1940 was at Duluth-Superior, where tonnage rose from 38 
million in 1939 to 54 million tons in 1940, he said. 

“We cannot be complacent in the belief little more will 
be required of us,’”’ he concluded. “We do not yet know how 
great the load will be as the emergency grows. The Engineer 
Department will have to carry the responsibility for water- 
ways and roadsteads. . . . You, its team mates, should be pre- 
pared to push development of terminal facilities to keep the 
ship to shore and shore to ship flow unbroken.” 

Printed copies of messages from Chairman Land, of the 
Maritime Commission, and Major General Reybold, army chief 
of engineers, were distributed at the meeting. Chairman Land 
said the ship warrants act was accomplishing its purpose, 
and that it was the owners and operators of port facilities 
who had put teeth in the act and had enforced it to the extent 
that “ships without warrants have learned how costly it is to 
wait for tow boats, for stevedoring, for the procurement of 
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bunker fuel, and for shipyard repairs.” Major General Rey- 
bold said that “as the tempo of shipping increases under the 
lend-lease program and traffic begins to tax the capacity of the 
larger ports it is confidently expected that the smaller ports, 
not now fully utilized, will perform the needed functions of 
handling the excess tonnage, particularly in the movement 
of bulk commodities.” 


Long-Range Planning “Impossible” 


President Amar, in his report, observed that disruptions 
had taken place in all lines of business “‘and certainly in ours,” 
that it was almost impossible to plan a long-range program, 
ard that only a day-to-day basis seemed feasible; those in 
charge of ports and their operations were, therefore, confused 
and bewildered at times. He averred, however, that port own- 
ers and operators would prove as capable as those in other in- 
dustries to adapt themselves to changing conditions and to 
meet government needs. Among other things, he said: 


As you well realize, there has been such a multiplicity of legis- 
lation in the past year that even our traffic managers and analysts 
have been hard pressed to keep abreast of the new bills and regulatory 
measures which have been introduced or enacted . . . Undoubtedly 
many of them... owe their very existence to the confusion attendant 
to the speeding up of the national defense program ... By this, I 
do not mean that all the proposed measures are unwarranted or un- 
necessary . .. But some of the legislation adopted now may remain 
to harass us long after the emergency has passed, and it is because 
of this legislation that it well behooves us to remain vigilant to any 
proposed or pending legislation which affects our operations. 


Port Development 


Commander George F. Nicholson, U. S. N., called to active 
duty from his post as engineer for the Long Beach (Calif.) 
Harbor Commission, submitted a report as chairman of asso- 
ciation’s committee on port development and construction. The 
report said that while the public port authorities had designed 
and constructed few new terminal facilities in recent years, 
the War and Navy Departments in the present emergency had 
built and were building many new marine terminal facilities 
such as quay wharves, piers, transit sheds, waterfront ware- 
houses and supporting railway, street and utility improvements 
in connection with the defense program, which facilities would 
be further expanded in the future, and that this construction 
program would, “without question,” continue as long as the 
present emergency existed. 

Most ambitious of the committee reports presented No- 
vember 6 was that submitted on behalf of J. Russell Wait, 
chairman of the committee on port practices, rules, and termi- 
nal rates. He was absent, because of automobile accident in- 
juries, and in a submittal letter to President Amar he said 
the report was not complete, due to the accident. The report 
embodied contracts existing between port facilities and rail- 
roads, together with discussions of such contracts by some of 
those who responded to inquiries made in compilation of the 
report. The ports covered in the report included 20 on the 
west coast, six on the north Atlantic and four on the south 
Atlantic coast, and 11 on the Gulf coast. Reports also were 
submitted by the following committees and chairmen: Stand- 
ardization and special research, Charles H. Gant, manager and 
secretary, Wilmington, Del., board of harbor commissioners; 
committees, C. U. Smith, general manager and chief engineer, 
Milwaukee, Wis., board of harbor commissioners; harbors and 
shipping, Frank G. White, chief engineer, board of state har- 
bor commissioners, San Francisco, Calif.; maintenance, George 
W. Osgood, general manager and chief engineer, Port of Tacoma, 
Wash.; port administration and finance, Mark H. Gates, ad- 
ministrative assistant and secretary, San Francisco board of 
state harbor commissioners. Mr. Crothers, former president of 
_ association, presented a report of a meeting of its board of 

irectors. 


SHIPPING TO RUSSIA 


The announcement made by the Maritime Commission (see 
Traffic World, Nov. 1) that information “emanating from the 
commission,” October 22, as to shipping to Russia via the port 
of Boston was inaccurate was to show that the responsibility 
for the inaccuracy rested with the commission’s offices and not 
the newspapers, except as to statements that the shipments 
for Russia would hereafter move to Archangel instead of 
Vladivostok, according to the publicity department of the com- 
mission. 

Information to the effect that the commission would use 
the port of Boston for shipments to Russia was given out at 
the publicity offices of the commission originally. Newspaper 
stories said the shipments would move to Archangel instead 
of to Vladivostok. As to the statements as to Vladivostok, the 
commission publicity department said no announcement as to 
destination ports in Russia had been made. 

Publication of the announcement as to use of the port of 
Boston, coupled with the statement that the shipments via that 
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port would go to Vladivostok, put the commission on a “hot 
spot.” The White House let its dissatisfaction be known 
through Secretary to the President Early, who said in effect 
that the Germans might as well have been notified where the 
boats carrying shipments from the United States to Russia 
would depart from and where they would arrive at destination, 

The inference drawn from the original statement made at 
the commission was that Boston was to be the only port to be 
used while the statement of correction issued by the commis- 
sion said “several ports” would be used. 


TOWAGE OF FLOATING OBJECTS EXEMPT 

Effective Dec. 4, 1941, transportation by contract carriers 
of empty vessels to and from shipyards, floating objects such 
as logs and piling in rafts, and derricks, dredges, tanks, cais- 
sons, pontoons, and other floating objects of varying shapes, 
sizes and drafts which are not designed or used for the carrying 
of passengers and property, is exempted from the requirements 
of part III of the interstate commerce act. The Commission, 
by division 4, in Ex Parte No. 147, towage of floating objects, 
has promulgated a regulation to that effect. The regulation 
is to remain in effect until the Commission’s further order, 
It was issued under authority of section 303 (e) of part II. 

The Commission said it found that many carriers by water 
were engaged in such operations, that because of the inherent 
nature of the commodities transported, or their requirement 
of special equipment, such transportation was not actually and 
substantially competitive with transportation by any common 
carrier subject to parts I, I, or III of the interstate commerce 
act, and that carriers engaged in such transportation under 
individual agreements or contracts were contract carriers by 
water. Therefore, it issued this blanket exemption. 


M. C. SHIP DELIVERIES 


The Maritime Commission has announced the delivery of 
four more ships in its long range shipbuilding program, bring- 
ing to 122 the number delivered. They were the S. S. Robin 
‘Wentley, a C-2 cargo ship of 7,101 gross tons, delivered to the 
Seas Shipping Co., Inc., of New York City, by the Bethlehem 
Steel Company’s Sparrows Point, Md., yard; the President 
Polk, a C-3 passenger cargo ship of 9,256 gross tons, delivered 
to the American President Lines, Ltd., of San Francisco, by 
the Newport News Shipbuilding & Dry Dock Co., at Newport 
News, Va., the S. S. James McKay, a C-1 cargo ship of 6,760 
gross tons, delivered to the Lykes Bros. S. S. Co., Inc., New 
Orleans, La., by the Bethlehem Sparrows Point, Md., yard, and 
the Agwiprince, a C-1 cargo ship of 6,829 gross tons, delivered 
to the New York & Cuba Mail Steamship Co., of New York 
City, by the Consolidated Steel Corporation, Ltd., at Long 
Beach, Calif., yard. 


NAMING OF “LIBERTY” SHIPS 


The Maritime Commission has announced the assignment 
of the following famous names to 39 ships of the “rapidly- 
building” liberty fleet, in addition to 19 names previously 
assigned: 

Chief Justice John Marshall, Francis Scott Key, Chief 
Justice Roger B. Taney, Richard Henry Lee, John Randolph, 
George Calvert, Christopher Newport, Albert Gallatin, Paul 
Revere, Oliver Hazard Perry, Daniel Boone, Elbridge Gerry, 
Robert Morris, Rufus King, Samuel Adams, Nathan Hale, 
Zebulon Pike, Henry Knox, Sam Houston, Davy Crockett, 
Winfield Scott, Matthew Maury, James Oglethorpe, Charles 
C. Pinckney, Edward Rutledge, William Moultrie, Daniel 
Morgan, Philip Livingston, Alexander Hamilton, John Jay, 
Thomas MacDonough, Robert Fulton, William Dawes, Philip 
Schuyler, Stephen A. Douglas, Zachary Taylor, Anthony Wayne, 
Timothy Pickering, and John Winthrop. 


M. V. A. AND M. C. BOAT CONSTRUCTION 


In the account of the annual meeting of the Mississippi 
Valley Association in the Traffic World of November 1, p. 1161, 
it was reported in error that the eighth recommendation of the 
traffic committee had been adopted. The recommendation of 
the committee, that the association support legislation to give 
the Maritime Commission authority to construct or aid in the 
construction of tugs, barges and tow boats on inland water- 
ways, failed of adoption. 


ST. LAWRENCE WATERWAY 


Chairman Olds, of the Federal Power Commission, in 4 
letter to Representative Beiter, of New York, November » 
said that redevelopment at Niagara Falls to produce additional 
power from the Niagara River, advocated by the congressman, 
would not be a substitute but was a complementary second step 
to the St. Lawrence power and seaway project and was 80 
provided for in the agreement between the United States and 
Canada now before Congress for approval. 
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Rivers and Harbors Bill 


The billion-dollar river and harbor improvement authoriza- 
tion bill soon to be reported by the House committee on rivers 
and harbors was discussed sympathetically by Chairman Mans- 
field, of the comittee, in extension of remarks in the Con- 
gressional Record of November 3. 

“No appropriations will be recommended for any of these 
projects during the existence of the national emergency, except 
for those embracing urgent features of national defense,” said 
he. “Projects other than those necessary for defense should be 
considered for appropriations in the order of their priority, 
under budgetary and congressional approval, after the emer- 
gency. They would then constitute a long-range program to 
serve the purpose not only of providing for our commercial 
needs but also of taking care of an acute labor situation follow- 
ing the suspension of the defense activities. Such a backlog 
of public works would then be in readiness to be drawn upon 
without having to await the process of securing necessary legis- 
lative authority.” 

Chairman Mansfield made a point of the fact that it had 
been more than three years since a general river and harbor 
pill had been enacted. Consequently, he said, this bill repre- 
sented an accumulation of projects, many of which were of com- 
parative long standing. 

“It also includes the St. Lawrence seaway and the Florida 
canal, which account for a large proportion of the total au- 
thorization involved,” he continued. “Other than these two 
measures, the bill is not of unusual size for a 3- or 4-year 
accumulation. In fact, it-is considerably less than the bill of 
1935, when projects totaling $660,000,000 were authorized.” 

In all the leading countries of Europe, he said, the rivers 
had been systematically improved for navigation, and wherever 
practical, connected into one continuous network by a strategic 
system of cross canals. Pressure from competing systems had 
not been permitted to block these vital cross connections, he 
said. 

Greatest Inland System 


“The bill before us will provide many links for such a chain 
of transportation in this country,” he said. “We now have 
about 6,000 miles of river channels practical for navigation. 
On the Atlantic coast we have a continuous channel from Tren- 
ton, N. J., to Jacksonville, Fla. On the Gulf coast we have a 
continuous channel from the west coast of Florida to Corpus 
Christi, Tex., and the present bill provides for extension of this 
channel to Brownsville on the Mexican border. 

“With two other missing links supplied, the proposed 
channels across New Jersey and Florida, the Atlantic-Gulf 
intracoastal waterway would then be continuous from Boston 
to Brownsville, and, through the Hudson River and Erie Canal, 
would connect with the Great Lakes at Oswego and at Buffalo. 
It would also be continuous with the great inland Ohio-Missis- 
sippi system and connect with Lake Michigan at Chicago. A 
channel from New York to Philadelphia, and one from Jack- 
sonville to the west coast of Florida, to connect the Atlantic 
and Gulf intracoastal waterways, would supply the missing 
links in the chain, and round out what I believe to be the 
greatest inland waterway system in all the world.” 


1. C. C. and Railroads 


The present attitude of the railroads, he said, was that they 
should have a monopoly of transportation. 

“Several of their representatives have even contended,” he 
continued, “that the committee on rivers and harbors, in deter- 
mining the economic justification of a waterway, has no right 
or jurisdiction to consider or inquire into railroad rates, how- 
ever exorbitant they may prove to be in some instances. These 
representatives claim that the I. C. C. alone has that authority, 
constituting a sort of court of last appeal beyond which Con- 
gress is powerless to obtain relief for the people. Those who 
by innuendo have sought to discredit the army engineers would 
have us believe that the I. C. C. not only has legal authority 
beyond the reach of Congress but also has a monopoly of 
isdom.” 

The claim that water transportation was injurious to rail- 
toads was without foundation in fact, he said. The contention 
that water transportation would reduce railway employment 
also was without foundation in fact, he said. Railroad con- 
solidations, adoption of improved methods of maintaining road- 
beds, tracks, and equipment, and greater efficiency in operation, 
he said, were the measures that tended to reduce railway 
employment. The railroads in Texas had not had any inland 
Waterway competition, he said, adding that good navigable 
rivers, with cheap transportation for raw materials, would 
= are lucrative business for the railroads increase enor- 

sly, 


“The difficulties of the railways were the result of their 


1223 


own shortsightedness in building competing lines when neither 
could afford to give relief from the high costs of transportation,” 
he said. “The consolidations followed in the natural course, 
resulting in enormous reductions in employment.” 

Alluding to testimony of J. G. Luhrsen, executive secretary 
of the Railway Labor Executives’ Association, to the effect 
that once five trainmen handled 600 or 700 tons of freight and 
now the same number handled 10,000 to 18,000 tons to one train, 
Chairman Mansfield said the people were not getting the benefit 
— progress—it had not brought about any reduction in 
rates. 

Questioned about the rivers and harbors bill at his press 
conference November 7, President Roosevelt indicated that he 
felt it would be proper to include therein many non-defense 
projects for which appropriations could be made in the future 
to provide employment, but that the St. Lawrence project, 
particularly the power part of it, should be authorized as a 
defense project and an appropriation made for it now. The 
need now for the seaway was not as great as that for the power 
part, he said. 

Asked whether he would include the Florida ship canal 
in the projects deemed necessary for defense, he said he would 
not consider that a first priority. 

As to the Beaver and Mahoning canalization project in 
Ohio he thought, but was not certain, that it could be classed 
as a defense project because of the transportation needs of the 
steel district. 


Control of Exports 


As a result of their increasing importance in national de- 
fense manufactures, approximately 35 chemicals have been 
placed under additional export restriction as to countries of 
destination according to the provisions of comprehensive export 
control schedule No. 4, says the Economic Defense Board, 
Office of Export Control. 

Prior to October 22, these chemicals were exported to un- 
occupied friendly countries under general license. The chem- 
icals placed under added distributive restriction were included 
in groups brought under license by export control schedule No. 
17. They cover, among other commodities, various kinds of 
alcohols and materials used in making synthetic resins. Sim- 
ilarly, exportation has been further limited with respect to 
latex and other forms of rubber compounds, and on items such 
as turpentine and glue in various forms, conversions, and 
derivatives. 

Under the new regulations these commodities may be ex- 
ported under general license only to Great Britain and North- 
ern Ireland, Iceland, Canada, and the Philippine Islands. 


The issue of the comprehensive export control schedule 
published November 1 would be the last to appear on a monthly 
basis, the board said. Since more than 85 per cent of ex- 
portable commodities and materials now have been brought 
under licensing controls, it is planned to publish the compre- 
hensive list every other month, the next issue to appear Jan- 
uary 2, 1942. Comprehensive export control schedule No. 4 
will be the last issue distributed without cost to exporters 
owing to the insufficient number of copies available heretofore 
to meet the demand of the trade. Comprehensive Export Con- 
trol Schedules, beginning with the January issue, will be made 
available in ample quantities for sale to the public by the 
Superintendent of Documents, Government Printing Office, 
Washington, D. C., at 20 cents per copy, or at a subscription 
rate of 6 consecutive copies for $1, with a 25 per cent discount 
on quantities of 100 or more. 


Interim schedules will continue to be printed as at present 
and will be incorporated in the succeeding bimonthly compre- 
hensive list. 

Comprehensive export control schedule No. 4 includes all 
forms, conversions, and derivatives of the commodities pre- 
viously listed in export control schedules 1 through 23. 

Approximately 5,000 items are contained in comprehensive 
export control schedule No. 4. These include practically all 
forms, conversions, and derivatives of articles and materials 
placed under control in the interest of the national defense 
program. 

Owing to the fact, said the Office of Export Control, that 
due notice was not given of certain changes in controls, the 
articles on the attached list may be shipped under temporary 
General Licenses, which will expire at midnight, November 20, 
to the following destinations: British Empire, Netherland Indies, 
U. S. S. R., Unoccupied China, Belgian Congo, Free France, 
Other American Republics, Greenland, Iceland, Turkey, Iraq, 
French Western Hemisphere Destinations, and Liberia. 

After midnight, November 20, shipment under general 
license of these articles will be limited to the following destina- 
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tions: Canada, Great Britain and Northern Ireland, Newfound- 
land, Iceland, and the Philippine Islands. 

Items from Export Control Schedule No. 17: Allyl alcohol 
and polymers and copolymers, allyl chloride and polymers and 
copolymers, cellosolve acetate, cellulose acetate flake, waste 
and scrap not plasticized, cellulose acetate sheets, rods, tubes, 
etc., plasticized, cellulose acetate butyrate, cobalt naphthenate, 
pipentene, ethyl alcohol, ethylene dichloride, ethylene glycol, 
ethylene glycol monoethyl ether, ethyl ether, ethyl lactate, 
esther gum, ferric ammonium oxalate (iron salt), gaseous 
refrigerants, other than ammonia, glycol sebacate, iron blues, 
isopropyl] acetate, isopropyl alcohol, latex or other forms of 
rubber compounded or processed for use in further manufac- 
ture (include rubber sheets, compounded or processed and 
masterbatch), lead naphthenate, magnesium silicate, nicotine 
sulphate (40% basis), paraformaldehyde, phosphorous oxychlor- 
ide, propylene glycol, sodium metasilicate, soluble sodium tri- 
silicate, sulphated oils and fatty acids, sulphonated oils and 
fatty acids, tar acid resins (condensation products of aldehydes 
with phenol or its homologues)—modified and unmodified, 
toluidine red, trichlorethylene, triethanolamine, and vinyl resins. 

Items from Export Control Schedule No. 19: Glue of animal 
origin, gum spirits of turpentine, and wood turpentine. 


Motor Vehicle Taxes 


“General taxes, often forgotten or overlooked in comput- 
ing the American motorists’ tax burden, cost vehicle owners 
$870,000,000 last year in addition to the $1,136,500,000 ex- 
pended for highway improvements,” said the American Pe- 
troleum Industries Committee in a report at the annual meet- 
ing of the American Petroleum Institute in San Francisco this 
week. 

“This contribution to the expense of federal, state and 
local governmental units is equivalent to the total collection 
of all kinds of taxes by the states in 1922 and is more than 
twice as great as the tax bill of the nation’s railroads in 1940. 

“Among these general purpose taxes, state sales taxes on 
automotive products amounted to $81,000,000 last year; fed- 
eral automotive excise taxes cost $415,353,000, and state high- 
way user taxes that were not used for highways cost another 
$193,500,000. Other general purpose taxes paid by virtue of 
motor vehicle ownership included real property taxes on bus 
and truck terminals of more than $100,000,000, personal prop- 
erty taxes on motor vehicles of $55,000,000, and general taxes 
paid by motor bus companies and trucking companies of 
$26,000,000. 

“People generally are aware of the enormous contribution 
being made by American motor vehicle owners in the improve- 
ment and maintenance of the nation’s 3,000,000 mile network 
of highways, but the substantial share of the general costs 
of federal, state and local government that is being borne by 
the operators of motor vehicles is often overlooked. 

“Few people realize that the motor vehicle owners in this 
country last year paid more toward the general operations 
of federal, state and local governments than it cost to operate 
the entire federal government, including army and navy costs, 
in 1915. As a result of the new federal automotive excise taxes 
recently imposed, which are in effect identical to the sales taxes 
levied by the states, the general tax contribution of the auto- 
mobile, truck, and bus owner is going to be even higher in 
1942 than it was last year.” 





SIZES AND WEIGHTS OF VEHICLES 


Chairman Lea, of the House committee on interstate and 
foreign commerce, has introduced H. R. 5949, providing for 
Commission regulation of sizes and weights of motor vehicles 
engaged in transportation in interstate or foreign commerce. 
It is identical with S. 2015, introduced in the Senate last 
week by Chairman Wheeler, of the Senate interstate com- 
merce committee (see Traffic World, Nov. 1, p. 1157). 


BUS AND TRUCK INVENTORY 


The fullest cooperation of all bus and truck operators with 
the government’s current survey of motor transportation facili- 
ties has been asked by Commissioner Rogers, chairman of the 
Central Motor Transportation Committee, in order that defense 
officials may plan “effectively for the best use of trucks and 
busses in the event of a national emergency.” 

Mr. Rogers said in a report to Ralph Budd, defense trans- 
portation commissioner, that in making recommendations to the 
Office of Production Management on the production of trucks 
and truck parts, his committee “cannot be expected to take 
account of truck needs as to which it is not fully informed.” 
Continuing, he said: 

The government is now spending a considerable sum in an at- 
tempt to get detailed information on every truck, freight trailer, and 
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bus in the country. State motor-vehicle departments and the Public 
Roads and Work Projects Administrations of the Federal Works 
Agency are making the inventory. Every truck and bus owner has 
already received or will shortly receive a questionnaire card to {jj] 
out with complete information about each vehicle, and an answer to 
the question, ‘‘In case of an emergency would you voluntarily hire 
or lease vehicle to a federal agency?’’ 

We do not expect every truck owner to answer ‘‘yes’’ to this ques- 
tion. In many cases their trucks will already be engaged in essep- 
tial services and cannot be spared. But the government must have 
information on these trucks as well as all others in order to plan the 
production of trucks and truck parts to meet all requirements under 
the national defense program. It is necessary to know the age and 
kind of trucks in essential services in order to plan replacements as 
they are required. 





GENERAL MOTORS DEVELOPMENTS 


General Motors Corporation has supplied its truck deal- 
ers with a device, known as a mileage meter, with which truck 
operators may determine accurately the amount of gasoline 
required to cover a given mileage. According to G. M. C. the 
meter indicates that trucks powered with its valve-in-head 
engines operate on from 14 to 40 per cent less gasoline than 
other trucks used on the same operations. 

G. M. C. has also developed a 2%-ton tank truck for carry- 
ing gasoline supplies with motorized Army units in the field. 
The truck is built to travel on rough terrain, has a six-whee] 
drive, and a gasoline capacity of 750 gallons. 


MOTOR ORDERS STAYED 


The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: 

MC 29743 Sub. No. 3, Fred W. Stoddard, dba Fred’s Motor 
Transportation, contract carrier application. 


TRUCK PRIORITIES EXTENDED 


Donald M. Nelson, OPM director of priorities, has ex- 
tended until January 31, 1942, two orders that facilitate pro- 
duction of heavy motor trucks, medium motor trucks and 
truck trailers. He also issued an order formalizing the January 
passenger car production maximums established for the automo- 
bile industry. These production figures were announced Oct. 
15 (see Traffic World, Oct. 18, page 1015). 


INTERSTATE TRADE BARRIERS 


Removal of interstate trade barriers to meet the national 
defense program by reciprocal agreements between states may 
be regarded as a highly salutary development, according to a 
study of the legality of reciprocal agreements between states 
reported in Domestic Commerce, issued by the Department of 
Commerce, by John H. McLean. There appeared to be little 
ground for the fear that such agreements might not be legally 
valid, said he. 


MOTOR ORDERS EFFECTIVE : 


The following recommended orders have become effective 
as shown: 


MC 3257 Sub. No. 2, Carolina Coach Co. of Virginia, extension, 
Greenville, Oct. 27. 


|. H. C. ARMAMENT ORDERS 


The International Harvester Company, which, among other 
things, manufactures motor trucks, will shortly begin produc- 
tion at its Milwaukee works, of carriages for medium caliber 
anti-tank guns, under a government order totaling $2,500,000. 
The work will be fitted into the regular operation of the plant 
which already produces 75-mm. shells and 155-mm. gun cal- 
riages. 


CHICAGO A. OF C. URGES EARLY TRUCK PICK-UPS 


In a letter to members of the industrial traffic council 
of the Chicago Association of Commerce by A. H. Schwietert, 
the association’s traffic director, shippers are urged to place 
orders for truck pick-ups not later than 3:00 p. m. in the after- 
noon. This cooperation with the trucking companies, the letter 
says, will assist in avoiding a shortage of truck transportation, 
threatened because of the difficulty on the part of truckers In 
obtaining new equipment. Late calls for truck pick-ups, it 
adds, make it difficult for truck operators to arrange schedules 
and sometimes require the use of equipment that might be 
used in night over-the-road service. Shippers are also urged 
to operate their receiving departments on Saturdays, so that 
incoming trucks may be unloaded on that day, leaving them 
free for early Monday reloading. 

Truck operators in the Chicago area have expressed a 
desire for cooperation from shippers in these respects, says 
the letter, so as to avoid the necessity of adopting tariff rules 
setting a closing hour for pick-up service. 
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Traffie Lesson No. 33 


Thirty-Third of a Series of Fifty-Two Articles on the Fundamentals of Freight Traffic by G. Lloyd 


Wilson — Intercoastal Water Freight Service and Rates 


Prior to the opening of the Panama Canal in 1914, the 

trade between the Atlantic and Gulf seaboards, on the 
one hand, and the ports of the Pacific seaboard, on the other 
was carried on by all rail routes or over a number of all-water 
and land-and-water routes, including: 


1. The routes via Cape Horn or the Straits of Magellan. 

9. The sea route between the Atlantic Ocean and Gulf of Mexico 
seaports to ports on the eastern shore of the Isthmus of Panama; by 
wagon or pack animal across the Isthmus to the Pacific Ocean side, 
where the goods were reloaded into vessels for the ports along the 
Pacific seaboard. 

3. The so-called ‘Sunset Route’’ of the Southern Pacific Company, 
via the rail lines of the Southern Pacific between the Pacific Coast and 
New Orleans, and the Morgan Line, a steamship line controlled by the 
Southern Pacific Company, operating between New Orleans and North 
Atlantic ports. Other railroads connecting the Gulf of Mexico ports 
and the Pacific coast, and steamship lines connecting the Gulf of Mexico 
ports with north Atlantic ports also participated in the Pacific coast 
trade over combination rail and water routes via Gulf ports. 

4. The American-Hawaiian Steamship Company sea routes on the 
Atlantic and Pacific oceans and by rail via the Tehauntepec National 
Railway, a part of the National Railways of Mexico, across the Isthmus 
of Tehauntepec in Mexico between Coatzacoalcos, on the Gulf of Mexico, 
and Salina Cruz, on the Pacific Ocean, a distance of 193 miles. This 
route was opened in 1907. 

5. The route by sea on the Atlantic and Pacific oceans, and by river 
steamer and wagon or pack train across Nicaragua in Central America. 


After the opening of the Panama Canal, landslides blocked 
coast and the Mississippi Valley and the Gulf of Mexico sea- 
boards, the all-water and land-and-water transcontinental 
routes declined in importance. The Union Pacific-Central 
Pacific rail route was opened to traffic in 1869, forming the 
first all-rail transcontinental route. Other transcontinental rail 
routes were constructed in the next quarter of a century, aided, 
as was the first route, by large land grants and other financial 
assistance. For a number of years the railroads enjoyed the 
cream of the transcontinental trade. Only low-grade traffic, in 
which the element of time was of less importance moved over 
all-water routes. This traffic was attracted to water routes by 
relatively low freight rates in comparison with the all-rail and 
rail-and-water rates. 


Panama Canal and the Intercoastal Trade 


After the opening of the Panama Canal, landslides blocked 
it and caused the route to be closed in 1915. After the canal 
was cleared late that year the commercial usefulness of the 
route was greatly discounted by the diversion of vessel tonnage 
to the more dangerous but highly profitable north Atlantic 
trade. With the close of the war, vessel tonnage was placed 
in the United States domestic intercoastal trade, and the 
volume of domestic intercoastal traffic passing through the 
Panama Canal increased rapidly. 


In 1907 the intercoastal traffic is estimated to have been 
less than 150,000 tons. In 1913, the year before the opening of 
the Panama Canal, about 435,000 tons moved in this trade. Soon 
after the opening of the Canal the trade reached 1,000,000 tons 
a year. In 1922 this had increased to 2,500,000 tons, and be- 
tween 1923 and the present the average has been nearly 
10,000,000 tons a year. The peak year, 1924, saw 13,000,000 
tons of domestic cargo pass through the Canal. The traffic of 
this year was particularly large, due to heavy movements of 
petroleum. 

The domestic intercoastal traffic is approximately 30 per 
cent of the commerce passing through the Panama Canal each 
year. The annual movements of domestic cargo eastbound and 
Westbound through the Panama Canal are shown in Table 1. 

The flow of traffic in the intercoastal trade is preponder- 
antly eastbound. About twice as much cargo moves eastbound 
as westbound. In some years this ratio has been as great as 
three or four to one. Some of this is accounted for by the 
eastbound traffic of crude and refined petroleum in tank steam- 
ers which return empty. Even if this large item of traffic is ex- 
cluded the movement of cargo eastbound is much heavier than 
the westbound traffic, causing the space available for westbound 
cargo greatly to exceed the space available for eastbound traffic. 

Is situation has not only been an unfavorable operating fac- 
tor, but has exerted a disturbing influence on rates. 

The intercoastal traffic consists chiefly of raw materials 
and food products, eastbound, and manufactured or semi- 
Manufactured articles, westbound. Although hundreds of ar- 


ticles make up the traffic, a few commodities constitute the 
most of it. The leading commodities moving eastward are crude 
and refined petroleum, lumber, canned goods, dried fruit. The 
leading commodities moving westbound are iron and steel, 
manufactures, general merchandise, chemicals, tin plate, and 
machinery. 

Intercoastal Carriers 


As of September 30, 1941, the intercoastal fleet consisted of 
49 dry cargo vessels, aggregating 296,878 g. r. t., and 4 tankers 
aggregating 19,938 g. r. t., a total of 52 vessels, totaling 316,816 
g. r. t. In the summer of 1941 many dry cargo vessels and 
tankers were withdrawn from the intercoastal trade for use in 
the transportation of strategic and critical import commodities 
needed in national defense. As of June 30, 1941, the intercoastal 
merchant fleet consisted of 90 dry cargo vessels aggregating 
537,657 g. r. t. and 4 tankers aggregating 36,017 g. r. t., a total 


Table No. 1 


UNITED STATES DCMESTIC INTERCOASTAL TRADE 


Westbound, Eastbound, Total 
Atlantic Pacific Traffic, 
Fiscal to Pacific, to Atlantic, in Tons 
Year in Tons in Tons of Cargo 
1915 951,044 895,614 1,846,658 
1916 227,103 217,295 444 388 
1917 24,487 90,982 115,469 
1918 2,500 492,468 494,968 
1919 111,050 974,342 1,085,392 
1920 366,829 943,916 1,310,745 
1921 698,429 675,959 1,372,388 
1922 1,288,075 1,274,452 2,562,527 
5,460,245 8,068,553 
10,808,138 13,527,378 
7,282,656 9,496,259 
7,633,856 10,069,604 
7,921,719 10,560,606 
7,665,520 10,067,392 
6,907,618 9,896,618 
7,191,800 10,125,980 
5,987,055 8,189,684 
4,705,932 6,622,984 
4,831,521 6,426,608 
6,850,261 8,924,968 
5,800,769 7,963,410 
5,140,567 7,719,075 
3,965,082 6,540,157 
4,052,728 6,394,575 
4,493,203 6,884,726 
4,918,629 7,714,337 
Statistics for the years 1915-31 compiled from reports of 
Bureau of Research, United States Shipping Board, and for the 
years 1932-40 from the Annual Reports of the Governor of the 
Panama Canal. 


2,795,708 





of 94 vessels with a total of 573,694 g. r. t. No combination 
passenger and cargo vessels are now operating in the inter- 
coastal trade. The fleet consists of general cargo freighters, and 
specialized types of cargo vessels, including tankers and steam- 
lumber schooners. They are operated by a number of com- 
panies and individuals engaged in many different kinds of ocean 
transportation services. The number of vessels engaged in the 
intercoastal trade classified by type are shown in Table No. 2. 


Many general cargo freight vessels, steam lumber-schooners, 
and oil tankers are engaged as contract carriers in charter or 
tramp service. These vessels operate between any ports at 
which cargoes are available at charter party rates in the same 
way that tramp vessels are employed in other trades. 


A second group of vessels, including the combination pas- 
senger and freight vessels formerly engaged in the trade and 
many of the general dry cargo freighters, are engaged in 
regular line service between one or several ports on the 
Atlantic or Gulf seaboards and one or a group of Pacific coast 
ports. It is customary for these lines to load most of the 
cargo at the principal port and to make several additional calls 
at the ports on one seaboard before proceeding to the principal 
destination port, after which several calls are mac at other 
ports on that seaboard. The services and rates of the inter- 
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coastal common carrier lines are regulated by the Interstate Pacific Coast intercoastal ports is shown in Table 3. A ma 
Commerce Commission. showing the locations of the principal intercoastal ports is algo 

The third type of intercoastal carrier is the industrial car- reproduced. 
rier. Several steel industries, a number of petroleum refining New York, on the Atlantic seaboard, and San Francisco, 
companies, and some lumber companies own and operate ves- on the Pacific coast, are the most important intercoastal ports 
sels in the intercoastal trade, either by direct ownership and with respect to general merchandise cargo handled by inter. 


— or —_ sped ——, gr = coastal steamship lines. 
trolled by the industrial concerns. ome of these industri tei 
carriers are engaged in line service while, in other cases, the Intercoastal Competition 
vessels are operated over irregular routes at irregular intervals The intercoastal trade is part of the general coastwige 
as the services of the vessels are needed. In some instances, trade of the United States as the term is used in the navigation 
the vessels are operated in line service in one direction and in laws. As part of the coastwise trade and intercoastal commerce 
industrial service in the reverse direction. These lines are an is reserved exclusively to vessels of the American merchant 
important factor in the intercoastal trades. marine. 
atecnenstel Geste Severe intercarrier competition has characterized the inter. 
coastal shipping business ever since 1920, due to the attraction 
Every important harbor on the Atlantic, Gulf of Mexico, of vessels to this protected trade, the governmental policy of 
and Pacific seaboards participates, at least occasionally, in granting construction loans to encourage the construction of 
ships, and the operation of the industrial lines. 


Intercoastal Steamship Conferences 


The first United States Intercoastal Steamship Conference 
NUMBER AND TONNAGE OF VESSELS OF VARIOUS TYPES was formed in 1920. The history of the trade following 1922 
EMPLOYED IN THE INTERCOASTAL when this conference was disbanded, has been a succession of 
DOMESTIC TRADE dissolution conferences, rate wars, and the formation of new 

Vessels of 1,000 Gross Tons and Over conference agreements. The indifferent success of the con- 

As of June 30, 1941 As of Sept. 30, 1941 ferences and the weakness of any form of intercarrier arrange. 

No. of Gross No.of _ Gross ments to limit excessive and destructive competition and to 

Types of Vessels Vessels Tonnage Vessels Tonnage stabilize intercoastal freight rates were due to the overtonnaged 
— passenger and condition of the trade and the lack of federal regulation of 
Freight dry cargo 90 f 49 intercoastal shipping prior to the enactment by Congress of the 
Tankers 3 intercoastal shipping act, 1933, and the Wheeler-Lea transpor- 


Table No. 2 


52 316,816 


Source: United States Maritime Commission, Division of 


Economics and Statistics. Table No, 4 


TRANSCONTINENTAL ALL-RAIL AND INTERCOASTAL 
STEAMSHIP PORT-TO-PORT CLASS RATES 


7-—Classes — Western Classification— 
2 2 € Ft AB C&C DO Ss DU 





Table No. 3 
PORTS USED IN INTERCOASTAL TRADE 


All-rail class rates between 


Group A and Pacific 
Coast terminals New ove 
York and San Francisco 611 528 438 372 314 317 251 198 173 136 . 
Intercoastal steamship all- hig 
water port-to-port rates 
New York and San Fran- 
440 380 314 270 226 226 182 143 127 99 


Pacific Coast Ports Atlantic Coast Ports 
Alameda, Calif. Albany, N. Y. 


Anacordes, Wash. Baltimore, Md. 
Boston, Mass. 
Astoria, Ore. 


Bridgeport, Conn. 





Bellingham, Wash. Brunswick, Ga. Shir 
DuPont, Wash. Camden, N. J. servi 
Everett, Wash. Charleston, S. C. . ‘ . . 7 : 

Long Beach, Calif Chester, Pa. tation act of 1940, which will be discussed later in connection also 

& ‘ ‘ Eddystone, Pa. with the regulation of intercoastal commerce. da 
Longview, Wash. seg S. C. The present intercoastal shipping conference, the Inter- " 
Los Angeles Harbor, Calif. tee an a coastal Steamship Freight Association, including the principal freig 
Oakland, Calif. Stew Medford. Biles, common carriers by water engaged in the intercoastal trade, tecti 
Olympia, Wash. New London, Conn. was organized in 1936. It maintains headquarters in New York. 

Port Angeles, Wash. Newport News, Va. Its purpose is to bring the competing carriers together in 4 

Portiané. Ore. New York Harbor, N. Y. closer relationship, to regulate competition, and to prevent Wh 
p ‘ Norfolk, Va. rate-cutting. y 
ort Townsend, Wash. Philadelphia, Pa. Its affairs are managed b b d of e of 
Richmond, Calif. Portland, Me. : a SS Sees ene, 

, Port Newark. N. J whom is selected by each member line. Two alternate gover In ¢ 
Sacramento, Calif. aaa a x ors are appointed by each member line to serve in the event : 
San Diego, Calif. Rensselaer, N. Y. of absence or incapacity of the governor. The governors ani eprix 
San Francisco, Calif. Savannah, Ga. alternates are empowered to act for and on behalf of the re 
Seattle, Wash. Sparrows Point, Md. spective member lines. 

Stockton, Calif. Trenton, N. J. A general meeting of the board of governors is held at 
Tacoma, Wash. itaben ban a nually and monthly meetings each month to transact regula! 
Sinenneek: tea. Wilmington, N. C. business. Special meetings are held on call of the chairmat. 


The governors representing two-thirds of the member lines 
constitute a quorum and decisions of the board are by unail 
mous hg s 4 4 th 
e board appoints and removes employes, fixes the a 
intercoastal trade. Some of these ports, such as the lumber _gociation’s a they gael for audit of the te Be and selects 
ports of the Pacific northwest and the oil ports of California a general counsel. 
and Texas, have specialized in intercoastal traffic of the types Much of the work of the association is performed through “\ 
indicated. The bulk of the intercoastal trade is handled at four standing and special committees. Standing committees include ] 
north Atlantic ports and at four Pacific seaboard ports. The those on administration and finance, traffic, operations, public 
most important north Atlantic ports in the intercoastal trade relations, and relations with rail and other carriers. 
include New York, Baltimore, Philadelphia and Boston. The The permanent organization of the association consists of 
position of Baltimore in the intercoastal trade is due to the a chairman, vice-chairman, a Pacific coast manager, and 4 
heavy westbound traffic. It is the leading port in westbound neutral or permanent rate committee, together with the statis 
traffic, due to the proximity of the steel mills on the Chesa- _ ticians, stenographers, clerical workers, and other staff em 
peake Bay and the favorable rail rates to Baltimore from  ployes. 
eastern shipping points. : The neutral rate committee of three employes devotes its 
The leading Pacific coast intercoastal ports in the order of time to the study of rates, charges, classifications, and tari 
volume of traffic are: Los Angeles Harbor ports, San Fran- All rate proposals are cleared through and analyzed by this o* 
cisco Bay ports, Portland, and Seattle. A list of Atlantic and ganization. After the recommendations of this committee, the 
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to preveli Why DURYEA gives Joltproof Shipping It’s the modern protection that insures freight safety! 
ors, one of 
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member lines are notified by the chairman and docketed. It 
must be ratified by a two-thirds vote of the board of governors 
at the next regular monthly meeting. 

Changes in rules and regulations of tariffs of the associa- 
tion are handled in substantially similar manner. 

Each member line reserves the right of independent action 
in respect to any rate or tariff matter after it has applied to 
the association and its application has been rejected, provided 
notice of intention to take independent action has been given. 
Sixty days must elapse between the date of notification and the 
effective date of the independent action. 

The unanimous vote of the members of the board of gov- 
ernors present is necessary to elect, and members may be ex- 
pelled by vote of the board at a meeting called 30 days after 
the chairman has given notice in writing of the charges against 
the accused member line. 

This conference agreement is filed, as provided in the 


TRAFFIC WORLD 


Valley Territory and the Pacific coast are published by the Gulf 
Intercoastal Conference, through C. Y. Roberts, agent. 

The intercoastal carriers were ordered to cease and desis; 
from performing certain services not covered by tariff regula. 
tions and charges, and to charge the same rates for shipments 
made with or without so-called contract arrangements in the 
intercoastal investigation, 1935, by the U. S. Shipping Boar 
which then had jurisdiction.’ 

The tariffs containing the port-to-port intercoastal rates 
as well as those naming joint through rail-water or rail-barge. 
water rates, are filed by the carriers or the tariff publishing 
agents with the Interstate Commerce Commission as required 
by the interstate commerce act, Part ITI. 


Grouping of Intercoastal Steamship Lines for Rate-Making 


For rate-making purposes, intercoastal steamship lines are 
divided into two groups of carrier lines according to frequency 


MAP OF PORTS SERVED BY INTERCOASTAL CARRIERS 
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shipping act of 1916, as amended, with the U. S. Maritime 
Commission. 


Intercoastal Freight Rate Publication 


The rates of contract carrier or tramp vessels engaged in 
the intercoastal trade, like tramp rates in other trades, are 
fixed by charter party agreements entered into by vessel own- 
ers and cargo shippers. Freight is often booked for future sail- 
ings at rates fixed at prevailing rates at the time the shipments 
are made. In other cases, the rates for future movements are 


fixed by agreement at the time the engagements are entered 
into. 


The port-to-port intercoastal steamship rates and charges 
applicable between Atlantic and Pacific ports are published, 
as a rule, in the United States Intercoastal Tariffs, Westbound 
and Eastbound Series, published by the tariff bureau of the In- 
tercoastal Steamship Freight Association, through J. A. Wells, 
alternate agent. The port-to-port rates between Gulf of Mexico 
and Pacific coast ports, and a few joint through rail-water 
and rail-barge-water intercoastal rates between the Mississippi 





of service and voyage time. The Group A lines include: 
American Hawaiian Steamship Company (North Atlantic Serv- 
ice), American President Lines, Ltd., Luckenbach Steamship 
Company, Inc., United States Lines Company, including the 
Baltimore Steamship Company (Panama Pacific Line) United 
States Lines Company, General Agents. 

Group B lines include: Arrow Line (comprising Sudden 
and Christenson, Christenson Steamship Company and Watel- 
man Steamship Corporation), Calmar Steamship Corporation, 
Isthmian Steamship Company, Pacific Coast Direct Line, Inc. 
(Weyerhaeuser Line), Pope and Talbot, Inc. (McCormick 
Steamship Company Division), Quaker Line (Pacific-Atlantic 
Steamship Company), States Steamship Company and Cali- 
fornia-Eastern Line, Inc., constituting the California Eastern 
Line. 

Comparison of Water and Rail Rates 


It is difficult and often useless to compare all-rail trans- 
continental rates with the port-to-port intercoastal class an 





1(1 U. S. S. B. 400), 1935. 
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commodity water rates. There are no established relationships 
between such rates. Moreover, the water rates between points 
actually served by the water carriers are so much lower than 
the all-rail rates that, in many instances, the all-rail rates are 
“paper rates” insofar as direct competition for the port-to-port 
traffic is concerned—or were until the allocation of intercoastal 
vessels to foreign trade reduced the amount of intercoastal 
cargo space far below the amount of space required. If switch- 
ing charges or line-haul carriers’ charges to or from the steam- 
ship piers, wharfage charges, marine insurance premiums, are 
added to the intercoastal port-to-port rates, the all-rail and rail- 
and-intercoastal steamship rates to or from interior points 
gradually merge into a competitive basis of relationships. 

The present class rates applicable via intercoastal steam- 
ship service and via transcontinental railroad freight service 
are illustrated by the prevailing class rates between the port 
groups in Group A, including New York, and the Pacific coast 
terminals, including San Francisco, Calif. These rates are 
shown in Table No. 4. The transcontinental railroad rates are 
insured rates, while the intercoastal steamship rates do not 
include insurance charges, which tend to increase the charges. 

Very little traffic moves via intercoastal traffic at class 
rates. A better comparison of transcontinental railroad rates 
and port-to-port intercoastal steamship rates can be had by 
comparing the railroad transcontinental carload rates with the 
intercoastal steamship rates on the commodities that comprise 
the bulk of intercoastal steamship traffic. The intercoastal 
steamship rates also are subject to additional charges for dock- 
age, wharfage or top wharfage, or other tolls or taxes, and to 
marine insurance charges. As a rule, the intercoastal steamship 
rates, like transcontinentgl railroad freight rates, are governed 
both eastbound and westbound by the Western Classification. 


Application of Liability Statutes in Intercoastal Trade 


The liability of domestic intercoastal steamship carriers is 
governed by the provisions of the Harter act of 1893 not only 
during the voyage but prior and subsequent to it insofar as the 
provisions of the act are applicable. 

The bill of lading contract terms and conditions provide 
that the carriage of goods by sea act, 1936, is applicable only 
insofar as is provided by the terms of this act. Since the act is 
applicable by its terms to the carriage of goods by sea to or 
from ports of the United States in foreign trade only, it follows 
that the provisions of the law are applicable only when the 
intercoastal service is performed in connection with foreign 
trade. 

The limitation of ship owners’ liability act of 1933, as 
amended in 1938, is concerned primarily, in so far as cargo 
liability is concerned with the restrictions governing limitation 
of liability of contracts or agreements that would prevent 
recovery of losses by those suffering losses as a result of negli- 
gence of the carriers. 

The bills of lading used by rail-water and motor carriers 
and the terms and conditions of these bills of lading will be 
discussed in later articles. 


Marine Insurance Charges 


Marine insurance may be obtained by shippers or con- 
signees either by the purchase of marine insurance policies on 
their cargo from marine insurance underwriters or by arrang- 
ing with the intercoastal steamship carriers to cover the 
cargoes under the carriers’ open policies on payment of extra 
charges for the marine insurance coverage. The present marine 
insurance charges are: 

Between Atlantic Coast ports and California ports: 


Free of particular average...............-. 26% cents per $100 of value 

NOTIN GN ios ovis sewnccn ese cadeeu 30 cents per $100 of value 
Between Atlantic Coast ports and north Pacific Coast ports: 

Free of particular average.............++- 3114 cents per $100 of value 

POLCAURE GUBTIIOR: 5.5 ois cas oe sass oe caane'ee 35 cents per $100 of value 


TRUCK DRIVERS’ WAGES 

A counter proposal was presented by mid-western truck 
operators to the demands made by their drivers for wage in- 
creases, November 3, when negotiations at Chicago concerning 
wages and working rules for between 200,000 and 300,000 truck 
drivers were resumed. The negotiations began September 22 
and were last held October 17 (see Traffic World, Sept. 27, p. 
792, and Oct. 25, p. 1100). 
_ Representatives of the operators’ committee in the matters 
involved did not disclose the terms of their offer, but they 
indicated the proposals were substantially under the demands 
for wage increases made by the drivers’ representatives. The 
employes had asked for an increase from three cents a mile 
‘0 five cents for over-the-road service and from 80 cents to $1.05 
an hour for short-trip service. The operators had not received 
a reply to their offer by November 6, but acception or rejec- 
tion was expected to come before the end of the week. J. L. 
Keeshin, president, Keeshin Motor Express, Chicago, chairman 
of the operators’ committee, said it was quite possible that the 


two negotiating committees had reached a deadlock and that 
4 strike might be called soon. 





Questions and Answers 


* In this column will be answered questions of both legal and 

practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical trafic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work, 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers., 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Tariff Interpretation—Application of Rule 13 to Section 3 of 
Rule 10 of Classification 


Michigan.—Question: We included an L. C. L. shipment 
weighing 70 pounds in a carload shipment. The third class 
rate of $3.50 applied on the L. C. L. shipment which was the 
amount we paid. 

Section 3 of Rule 10 reads, in part, as follows: 


For one or more articles and on basis of actual or authorized 
estimated weight at less than carload rate or rates for the article or 
articles, the shipment will be charged for accordingly. 


The carrier offers us a refund of $1.05, claiming actual 
weight at the rate applies. We believe that Rule 13 applies 
and that charges originally collected were correct. 

We would appreciate your interpretation. 

Answer: If the shipment moved on one bill of lading, the 
provisions of Section 3 of Rule 10 may be applied. 

If Section 3 of Rule 10 is applicable it is a mixed carload 
shipment and Rule 13 is not, in our opinion, applicable thereto, 
as the latter rule applies to L. C. L. and not C. L. shipments. 

See James Manufacturing Co. vs. Chicago & N. W. Ry. Co., 
147 I. C. C. 271, in which case the Commission said: 


The parties are disagreed as to the proper method of determining 
the charges on the pipe and elbows. Complainant contends that $123.50 
should have been collected on this portion of the shipment, as here- 
tofore found, while defendants, conceding an overcharge of $11.54, 
insist that the charges should have been $135.15 at the less-than-car- 
load rate and actual weight. The parties concern themselves in their 
memoranda of facts and argument with a discussion of the mean- 
ing of rule 15 of the classification, which provides in substance that 
the charge for a less-ithan-carload shipment must not exceed the charge 
for a minimum carload of the same freight at the carload rate. Since 
this was a carload and not a less-than-carload shipment, it was gov- 
erned by rule 10 rather than rule 15, and it is not necessary to discuss 
the arguments which the parties advance respecting the latter rule. 


Rates—Motor Carrier—Long and Short Haul 


New York.—Question: The following question has been 
placed before the writer: To what extent, if any, are motor 
carriers exempt from the long-and-short-haul clause of the 
Interstate Commerce Act? 

This department can see no reason why a motor carrier 
should be allowed to charge more for a shorter than a longer 
haul over the same route, the shorter being included within 
the longer, without special permission granted by the Inter- 
state Commerce Commission. Our contention is based on the 
fact that the Interstate Commerce Act was amended to include 
motor carriers during the year of 1935, and the policy of Con- 
gress was, at that time, declared to regulate transportation 
by motor carriers in such a manner as to promote adequate, 
economical, and efficient service by motor carriers, and reason- 
able charges therefor without unjust discrimination or undue 
preferences or advantages. 

We shall appreciate any advice that you may be able to 
render regarding this subject. 

Answer: There is no provision in Part II of the Interstate 
Commerce Act similar to Section 4 of Part I thereof, which 
applies to common carriers subject to Parts I and III of the Act. 
aa Motor-Rail-Motor Traffic in East and Midwest, 219 I. C. C. 

45, 271. 

Therefore, a higher rate to an intermediate point than to 

a more distant point is not unlawful. 


Damages—Delay—Incidental Expenses 


New York.—Question: We recently had some difficulties 
with a trucking concern regarding delays in handling our 
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shipments in that shipments were held at a transfer point for 
a period of thirteen days before it was discovered by us 
that the shipment had not been delivered to consignee. 

Because of shipment not having been delivered, a number 
of telephone calls were necessary in order to locate the ship- 
ment and it was also necessary for one of our men to drive 100 
miles off his route in order to effect a partial delivery of one 
of the shipments which was held at the carrier’s terminal. 

With all the ’phone calls and several telegraph communica- 
tions and the extra expense which we had to pay our man to 
make partial delivery in his own car, the cost was approxi- 
mately $30.00 extra to effect delivery of this shipment. 

The question in mind is do we have any recourse against 
the carrier for this negligence (and it was a case of gross 
negligence on the carrier’s part) to recover this extra expense 
to which we were put? 

If you know of any decisions of the Commission regarding 
any such matters as this, we would appreciate your giving us 
information to such decisions, and, also, your opinion on this 
matter. 

Answer: Under the head of incidental damages it has been 
held that any reasonable expense in searching for or attempting 
to locate or regain possession of goods lost or delayed may be 
recovered. Thus it has been held that the amount spent in 
telegraphing and telephoning to trace a shipment is a natural 
result of the wrongful delay and may be recovered. Murrell 
vs. Pac. Express Co., 14 S. W. 1098; Illinois Central R. Co. vs. 
Hopkinsville Canning Co., 115 S. W. 758; Haberzettle vs. 
Trinity, etc., R. Co., 103 S. W. 219. 

There must, however, be a necessity for incurring such 
expense. St. Louis, etc., R. Co. vs. Mudford, 3 S. W. 814; 
Lichterman vs. Barrett, 157 N. Y. S. 882. 


Liability of Carrier—Improper Packing or Loading by Shipper 


iNinois—Question: There has been considerable agita- 
tion amongst the trucking companies handling automobile tires 
about the legality of claims presented for torn wrappers; and 
it runs in our mind that some rulings were passed on this 
subject mentioning present shipping wrappers as being inade- 
quate for proper protection of the tires as they were not made 
of tough enough materials to withstand just ordinary shipping 
vibration. Would your back files be available on this question; 
and would they be set up in cross reference so that we could 
locate anything on this particular subject? 

Answer: One of the exceptions to the carrier’s common- 
law liability arises in cases where the injuries are due to 
improper packing of the goods by the shipper. Many decisions 
apparently hold without qualification that the full duty of the 
carrier is simply to carry goods in the condition in which they 
are offered, and that where goods tendered are insufficiently 
packed, the carrier is not liable for loss or injury due to such 
defect, whether the defect in the packing is latent or not. Cohn 
vs. Platt, 43 Miscl. 378, 95 N. Y. S. 535; Nelson vs. Stephen- 
son, 12 N. Y. Super. 538; R. Co. vs. Oil Co., 249 Fed. 308; 
R. Co. vs. Morris, 249 Fed. 312. 


This principle would seem to be especially applicable where 
the shipper has failed to comply with a rule of the Interstate 
Commerce Commission prescribing the method of packing 
goods of the character which were injured or destroyed. How- 
ever, the foregoing view has not yet met with universal ap- 
proval, and a number of decisions hold that the carrier, being 
entitled to reject defectively packed goods tendered for ship- 
ment, if it accepts for transportation goods which it knows 
are defectively packed, or which by the exercise of reasonable 
care it could have observed were defectively packed, it assumes 
to carry the goods as they are, and its common-law liability 
as carrier attaches, and it is subject to all the liabilities usually 
attaching to an ordinary shipment of the same character. But 
even where this view prevails, it cannot be said that the carrier 
must, at his peril, know that the goods are not in fact safely 
packed. Nothwestern Marble, etc., Co. vs. Williams, 128 
Minn. 514, 151 N. W. 419; Mitchell vs. Northern Pacific S. S. 
Co. (Calif.), 213 Pac. 293. 

See, also, Central of Georgia Railway Co. vs. Grinner & 
Rustin, 127 S. E. 878; Thomson vs. C. M. & St. P. Ry. Co., 
238 S. W. 647, and St. Valentine & Co. vs. Atchison, T. & S. F. 
Ry. Co., 220 Ill. App. 188. In the case last cited it was held 
that where defects in a shipment are perfectly apparent, it is 
the carrier’s duty to refuse the shipment, and, having elected 
to carry it in a defective condition, the carrier will not be 
allowed to urge these defects as a defense; but that this does 
not prevent the carrier from showing that the loss proceeded 
from a cause which existed, but which was not apparent, when 
he received the goods. 

There are no specifications for the wrapping on tires in 
connection with the ratings on tires in the Motor Freight 
Classification. If the tires when delivered to a carrier for 
transportation are insecurely wrapped, they may be refused, 
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but if accepted for transportation in such condition, under 
the decisions to that effect referred to above, the carrier jg 
liable for injury thereto. 


Duty of Carrier to Receive and Transport Property 


Virginia.—Question: We have made a number of ship. 
ments via a trucking company which sends trucks out of point 
A to our plant at point B, a distance of 30 miles, to pick yp 
shipments. 

Our product is one which is subject to breakage and we 

have trouble collecting claims from this company, which now 
threatens to discontinue picking up these shipments. For your 
information, we might advise that we have no difficulty what. 
soever in collecting similar claims from the railroads. 
: It is our understanding that this trucking company, which 
is a common carrier under the jurisdiction of the Interstate 
Commerce Commission, cannot refuse to accept any shipment 
which is proffered to it. Will you kindly advise if this under. 
standing is correct? 

If it could not refuse to accept such shipments, could it 
legally refuse to make the trip to point B to pick them up? Ip 
other words, could it refuse to accept any shipments which 
were not delivered to it at point A? 

We have been making heavy shipments over this trucking 
line principally to save time and some of the shipments have 
consisted of truckloads consigned to one destination and one 
consignee. 

your opinion in this matter would be greatly appreciated, 

Answer: The general rule is well settled that it is the 
duty of every common carrier to receive for carriage and to 
carry the goods of any person tendered to it for transporta- 
tion, provided the.goods are such as it holds itself out as willing 
to carry. This duty is one imposed by law and arising out of 
the relation which the carrier sustains to the public, and no 
special contract is necessary. And the duty so far as interstate 
shipments are concerned has been reaffirmed by statutory 
declaration in the Hepburn Act. Menasha Paper Co. vs 
Chicago, etc., R. Co., 241 U. S. 55, 32 S. Ct. 501. No length of 
time, nor manner of treatment, nor habit of dealing will dis- 
charge a common carrier, when requested, from the obliga- 
tion to furnish the public the service it is engaged in performing, 
and carriers cannot enter into contracts between themselves 
that will disable either from performing service to the public 
which, except for the contract, would be performed. The com- 
mon-law duty to receive and to transport freight tendered 
within a reasonable time is not affected by a statute making 
a railroad company liable to a penalty for failure to furnish 
cars on reasonable demand. 

Where a railroad company refuses to discharge its duty 
to receive and carry freight, a mandamus may issue, at the 
suit of the state, to compel a discharge of such duties. Such 
a company being a quasi public institution, is subject to espe- 
cial obligations, and it is no defense to an application for such 
a writ that the state has suffered no injury and that private 
persons have an adequate remedy by suit at law. A shipper 
may maintain an action for damages for refusal to transport, 
and it has been held that he has no right to a writ of mandamus 
to compel the carrier to furnish transportation. However, 4 
writ of injunction will be granted enjoining a carrier from refus- 
ing to receive and transport goods which it is bound by law 
to carry when the goods are duly presented under the usual 
rules pertaining to the receipt, forwarding, and delivery 0 
goods. A suit of this character is one to compel the perform- 
ance of a duty imposed on it by law and is within the jurisdic- 
tion of the courts, and complainant is not required to resort 
in the first instance, to the Interstate Commerce Commission. 
And where it is alleged that defendant’s refusal to transpor! 
complainant’s goods would work irreparable damage to his 
business, equity jurisdiction is not defeated on the ground 
that complainant had an adequate remedy at law. 

The neglect or refusal of the carrier to receive and trans- 
port freight tendered to it by a shipper is a private wrons 
for which he is entitled to recover, in an action at law, such 
damages as he has sustained. 


HIGHWAY EMERGENCY BILL 


The House November 6 adopted the conference report 0! 
H. R. 5810, the emergency highway authorization bill. As the 
bill passed the House recently it provided for authorizations 
of appropriations totaling $170,000,000. The Senate and House 
conferees agreed to the House bill with the addition of $25," 
000,000 for the strategic highway network and $25,000,000 fol 
reconstruction and replacement of bridges and the correctio! 
of other critical deficiencies in the strategic highway network. 

The Senate adopted the conference report on the highwa) 
bill, which was a substitute for S-1840. The bill was sent \ 
the President. 
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@ Sixth morning delivery at Pacific Coast points from Chicago. 


@ Fifth morning delivery at Pacific Coast points from St. Louis, 
Kansas City, St. Joseph, Atchison, and Leavenworth. 






@ Third morning delivery, Chicago to Galveston, Houston, and 
The Little Man Beaumont. (Less carload and carload merchandise.) 


Who’sAlwaysThere! @ Second morning delivery, Chicago to Oklahoma City. 
@ The only overnight freight service, Chicago to Kansas City. 





and trans- i ° . : 
 — @ Free pickup and delivery service on less carload merchandise. 

| law, such 

Careful handling and fast streamlined service via Santa Fe form 
a double advantage that shippers are quick to appreciate. Why 
not reach for your phone and talk rates and facilities with your 


nearest Santa Fe Agent. Or write 


J. J. GROGAN 


General Freight Traffic Manager 
Santa Fe System Lines - Chicago 
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Traffic Club Doings 





Items for thts column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value, THE TraFFic WorLp goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Editor THe Trarric WoRrLD. 


Though the nation’s transport airlines at present were 
unable to expand because new planes could not be obtained 
except in very small numbers, the airlines were not suffering 
because of the national emergency program, said W. A. Pat- 
terson, president, United Air Lines, speaking before more than 
500 persons at an aviation night meeting of the Junior Traffic 
Club of Chicago at the Palmer House, November 6. After the 
end of the emergency, airline operations would expand greatly, 
he said. Only 15 or 20 transport pilots had gone in the govern- 
ment flying service, he said. The transport airlines had all the 
spare parts needed to maintain their present services, he said. 
After the end of the emergency, he continued, air cargo and 
passenger traffic would increase as motor transport had mush- 
roomed in earlier years. Merchandising would be revolutionized 
as shippers and distributors came to use airplanes more and 
more as cargo carriers, he said. He estimated that the airways 
were now used by only 13 per cent of the potential passengers, 
but that each year that percentage rose by from 2 to 4 per cent. 
He said the commercial transport aviation was not a subsidized 
industry. In 1940 the revenue to the Post Office Department 
from the sale of airmail stamps exceeded by $400,000 the 
amount of payments made by the government to the airlines for 
mail service, he said. It cost the government approximately 
$12,000,000 annually to maintain the airports and airways of 
the nation, but the government should bear the major burden 
of that maintenance because airports and air lanes were used 
for the most part by government and private airplanes, he said, 
adding that he looked forward to the day when the commercial 
airlines could own their own “air tracks.” Members of the 
club’s bowling league defeated a team representing the Traffic 
Club of Chicago in match competition November 1. It was the 
first such victory for the junior club in ten years of interclub 
bowling. Each league was represented by 40 members. 





Newly elected officers of the Traffic Club of St. Joseph, Mo.., 
installed at the annual dinner dance at the Hotel Robidoux, 
October 21, included: President, William M. Campfield, man- 
ager, Jersey Cereal Company; vice-president, K. R. Duncan, 
Swift and Company; secretary-treasurer, Robert A. Bressler, 
Rock Island; directors for three-year terms: H. F. Krogman, 
manager, traffic bureau, St. Joseph Chamber of Commerce, and 
E. J. Ehlers, traffic manager, Quaker Oats Company. Approxi- 
mately 125 persons attended the dinner dance. 

The following members of the Norfolk-Portsmouth, Va., 
Traffic Club have been nominated for office: For president, W. 
Elwood Cox, traffic manager, D. Pender Grocery Company; 
first vice-president, C. D. McMullen, traffic manager, Savage 
Truck Lines; second vice-president, Frank H. Wilson, general 
agent, Chesapeake and Ohio; secretary, Louis H. Rives, travel- 
ing freight agent, Norfolk and Western, and treasurer, D. J. 
Foley, general freight and commercial agent, Buxton Lines, 
Inc. The election will be held in November and new officers 
will be installed at the annual Christmas party in December. 


The Green Bay, Wis., Traffic Club will hold its annual 
dinner at the Northland Hotel, December 2. George L. Kreeck, 
American diplomat, will speak on “South America Today and 
Tomorrow.” 


The Tri-City Traffic Club will hold its annual dinner dance 
at the LaClaire Hotel, Moline, Ill., November 13. K. B. Lupton, 
Ralston-Purina Company, Davenport, Ia., is in charge of 
arrangements. 





A. C. Schier, general traffic manager, General Foods Cor- 
poration, has been nominated for president of the Traffic Club 
of New York. Others nominated include: For first vice-presi- 
dent, W. W. Finley, Jr., freight traffic manager, Pennsylvania 
Railroad; second vice-president, William P. Rudrow, vice- 
president, Dichmann, Wright and Pugh, Inc.; secretary, H. H. 
Goble, district freight agent, American Hawaiian Steamship 
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Company; treasurer, George G. Roddy, vice-president and gen. 
eral manager, Interlake Terminals, Inc.; members, board oj 
governors, J. P. Krumech, traffic manager, American Car anj 
Foundry Company; J. M. Breen, general freight agent, Ney 
York Central, and H. W. McArthur, general traffic manager 
United States Industrial Alcohol Company and Air Reductigy 
Company. C. H. Beard, general traffic manager, Union (Cy). 
bide Company, is chairman of the nominating committee, 4 
—— luncheon will be held at the Hotel Biltmore Novem. 
er 13. 


R. V. Fletcher, vice-president and general counsel, Aggp. 
ciation of American Railroads, spoke on “The St. Lawrene 
Waterway” at a luncheon meeting of the Birmingham, Ala 
Traffic and Transportation Club at the Tutwiler Hotel, Novem: 
ber 7. V. W. Jackson was chairman of the committee oy 
arrangements. 








The committee in charge of arrangements for the annual 
dinner of the Traffic Club of Minneapolis, December 4, has 
arranged to serve a special vegetable dinner to those who 
request it, in lieu of the regular dinner. The arrangement ha; 
been made in response to suggestions made in The Traffic 
World (October 4, p. 820). The club held an Armistice Day 
memorial luncheon, November 6, at the Hotel Nicollet. (p 
H. J. Keeley, commanding officer, Fort Snelling, Minn., spoke 
on “Our Role in the Defense Program and the Expansion of 
the United States Army.” J. W. Peeke was chairman of the 
memorial luncheon committee. 

Frank L. Touretellot, traffic manager, Dr. P. Phillips Com- 
pany, Orlando, Fla., has been elected president of the newly 
organized Central Florida Traffic Club. 
He was elected at the organization 
meeting of the club in October, at the 
San Juan Hotel, Orlando, at which ap- 
plications for more than a_ hundred 
memberships were received. The 
speaker at the meeting was T. B. 
Curtis, general agent, Charleston and 
Western Carolina Railway, Atlanta, 
Ga., a former president of the Trans- 
portation Club of Atlanta, and former 
executive vice-president of the Asso- 
ciated Traffic Clubs of America. He 
was introduced by E. C. Gorman, 
traveling freight agent, Norfolk and 
Western, president of the Traffic Club 
of Jacksonville, Fla. A constitution and 
by-laws were adopted at the first regu- 
lar meeting of the club November 4 
The speaker at that meeting was E. J. 
Roth, general manager, Fruit Growers’ Express, Washington, 
D. C., on railroad equipment for perishables. Other officers of 
the new club include: Vice-president, R. H. Burgin, freight 
service agent, Chesapeake and Ohio; secretary-treasurer, 
J. H. Rudd, chief clerk, Southern Railway; members of the 
board of directors, F. W. Talbot, traffic manager, Nelson and 
Company, Oviedo; J. E. Wathen, traffic manager, American 
Fruit Growers, Sanford; F. E. Godfrey, representative, 
Lamantia and Arrigo Brothers; M. M. Bonham, agent, Railway 
Express Agency; W. S. Evans, assistant general freight agent. 
Atlantic Coast Line; C. J. Mundee, district freight agent, Sea- 
board Air Line Railway. 





Herman M. Young, president, American Chamber of Com- 
merce of Tientsin, China, spoke on “Your Business in China” 
at a dinner meeting of the Oakland, Calif., Foreign Trade and 
Harbor Club at the Hotel Coit November 6. John R. Wagner, 
assistan* freight traffic manager, American President Lines, 
spoke on “Transpacific Trade Conditions”; George Cornwall 
spoke on “The Christening of the Oregon Pine,” and Bert Allen 
discussed United States-Argentina trade relations. 





Candidates for office for the Traffic Club of New England, 
recently selected by a nominating committee, include: For 
president, Harry C. Trombly, general manager, northeastern 
department, Railway Express Agency; vice-presidents, George 
H. Albee, traffic manager, S. D. Warren Company; Frank S. 
Leddy, assistant to general traffic manager, New York, New 
Haven and Hartford Railroad; Morrill Wiggin, president, Manvu- 
facturers Warehouse, and Thomas F. Williams, general agent, 
Lehigh Valley Railroad; secretary-treasurer, Percy L. Stuart 
traffic manager, Sprague Steamship Agency, Inc.; directors for 
two-year terms, C. A. Gardner, vice-president, Stone am 
Downer Company; J. M. Kerans, general agent, Delaware, 
Lackawanna and Western; F. J. Gill, traffic manager, Oxford 
Paper Company; C. J. Meister, traffic manager, Gorton-Pew 
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Fisheries Company; P. J. Mullaney, freight traffic manager, 
Boston and Maine-Maine Central; J. P. Sloan, traffic manager, 
Crompton and Knowles Loom Works, and J. A. Wieners, traffic 
manager, Stone’s Express, Inc. The annual meeting and elec- 
tion will be held at the Copley-Plaza, Boston, December 11. An 
annual ladies night dinner will be held at the Copley Plaza 
November 13. There will be a floor show. R. J. Sullivan is 
chairman of the dinner committee. 

The nominating committee of the Pacific Traffic Associa- 
tion of San Francisco has nominated the following for officers 
and directors: For president, Gordon Rowley; first vice-presi- 
dent, John H. Coupin; second vice-president, Lawrence A. 
Bailey; third vice-president, A. J. Couture; secretary, Rudolph 
Illing; treasurer, Philip L. Wilson, and directors, John E. Mc- 
Curdy, Berne Levy, and C. E. Forrest. John J. Parker is chair- 
man of the nominating committee. At a meeting of the Tues- 
day traffic forum of the association at El Jardin, November 4, 
Brynjolf Bjorst, of the Norwegian army, spoke. 





The Traffic Club of Washington, D. C., will hold a buffet 
dinner at the Mayflower Hotel November 12. 

The Women’s Traffic and Transportation Club of Balti- 
more held a monthly meeting at the Hotel Longfellow Novem- 
ber 5. The motion picture, “Trees,” was shown by arrangement 
with the Weyerhauser Lumber Company, and there was a pro- 
gram of music. The club will sponsor the annual friendship 
dinner held by Baltimore women’s clubs, November 13, at the 
Lord Baltimore Hotel. Dr. Winifred C. Cullis, University of 
London, will speak on “British Women Today.” Margaret 
Stevens will be toastmistress. 





The Traffic Club of Wilmington, Del., will hold its annual 
ladies’ night dinner dance at the Hotel du Pont November 15. 
P. F. Guerke is general chairman of the ladies’ night committee. 





Capt. Benyaurd B. Wygant, United States Navy, head of 
the Naval Reserve Midshipmen’s School at Northwestern Uni- 
versity, Chicago, will speak on ‘‘Armistice Day and the Navy” 
at an Armistice Day luncheon meeting of the Traffic Club of 
Chicago at the Palmer House November 10. W. J. Mitchell 
is chairman of the army and navy committee. 





The Transportation Club of Atlanta, Ga., will hold its 
monthly luncheon meeting at the Henry Grady Hotel November 
10. There will be a discussion of plans for the annual elec- 
tion, to be held December 5. Nominees for office for the com- 
ing year will be introduced at a luncheon meeting at the Henry 
Grady Hotel December 1. Results of the election will be 
announced at a dinner December 5. 





C. F. Keeley, assistant freight traffic manager, Norfolk 
and Western, Roanoke, Va., will speak on ‘“‘The Future of the 
Transportation Industry” at a dinner meeting of the Ky-O- 
Va Traffic Club at the American Legion Hall, Portsmouth, O., 
November 10. A. M. Eckstein, freight agent, Norfolk and 
Western, Portsmouth, is chairman of a committee in charge 
of arrangements. 





The South Bend, Ind., Transportation Club will hold a 
dinner meeting at the Oliver Hotel, November 10, at which a 
nominating committee, headed by Marion Croft, will submit a 
ry of candidates for office, and the annual election will be 
held. 





The Manufacturers’ Association Traffic Club of Lancaster, 
Pa., held its first meeting of the fall season at the Elks Club, 
October 27, designated as past presidents night. Nine past 
presidents of the club were present. J. W. Peters, traffic man- 
ager, Delco-Remy division, General Motors Corporation, first 
president of the club, spoke on “The Traffic Managers’ Part 
in the Defense Program.” 





At a monthly dinner meeting of the Traffic Club of the 
New Haven, Conn., Chamber of Commerce at the Hotel Taft, 
November 10, Jack Lacey and Dave Carlson, Winchester Re- 
peating Arms Company, will give an exhibition of novelty rifle 
shooting. The club’s bowling league opened play at the Whit- 
new-Grove Bowling Alleys October 15. Clayton Thomas is 
president of the league. 





The Milwaukee, Wis., Traffic Club will hold a turkey din- 
ner party at the Milwaukee Athletic Club November 12. 





The sound color film ‘‘Railroadin’’’ was shown at a lunch- 
eon meeting of the Transportation Club of St. Paul, Minn., 
at the Hotel Lowry, November 4, by arrangement with the 
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General Electric Company and the American Locomotive 
Company. 





Mildred Hughes, traveling passenger agent, Atchison 
Topeka and Santa Fe, Chicago, will speak at a monthly dip. 
ner meeting of the Women’s Traffic Club of Detroit at Au Lion 
D’Or November 13. 





The Women’s Traffic and Transportation Club of Ney 
Orleans held a dinner party at Holsum’s Cafeteria October 39, 
Patrick E. Golden, assistant to the manager, sales department 


—e Company, spoke on “Conventions and How to Invite 
em.” 





Members of the Women’s Traffic and Transportation Cly) 
of Portland, Ore., took part in arrangements for a 20-minute 
“blackout” in Portland October 31. 





The Traffic Club of New Orleans held a presidents day 
luncheon meeting at the Hotel Monteleone November 3. Gung 
Hsing Wang, vice-consul for China at New Orleans, spoke. 
A fall golf and horse shoe tournament will be held November 
13. Fay Edmondson is chairman of a committee on arrange. 
ments for the tournament. 





The board of directors of the Traffic Club of Denver yi] 
meet at the Oxford Hotel November 10. The club will hold 4 
dinner and keno party at Daniels & Fisher Tea Room Novem. 
ber 14. The date for its annual Christmas party is set for 
December 13 at the Cosmopolitan Hotel. 





The Traffic Club of New Orleans will hold a golf tourna- 
ment and horseshoe pitching contest at the Audubon Golf Club 
November 13. Turkeys will be used as prizes. 





Personal Notes 





Johr T. Monroe, passenger traffic manager for the South- 
ern Pacific Lines in Texas and Louisiana, died at his home in 
Houston, Texas, October 30. He had been with the Southern 
Pacific for more than 47 years. 


The Great Northern Railway has announced the follow- 
ing appointments: Earl C. Warren, assistant general freight 
agent, Chicago, succeeding Thomas J. Shea, who retired. W. E. 
Nicholson, assistant general freight agent, Minneapolis; Mar- 
shall H. Greenleaf, general agent, Spokane, and John J. Demp- 
sey, division freight agent, Grand Forks, N. D. Friends and 
associates honored Mr. Shea, who had been the representative 
of the railroad in Chicago for 18 years, at a luncheon at the 
Union League Club November 6. 

Robert J. Brennan has been appointed traveling agent at 
Detroit for the Chicago and North Western, succeeding William 
F. Schlict, who has retired after serving with the company 
for nearly 50 years. 

The Niagara Frontier Industrial Traffic League, Buffalo, 
N. Y., will hold a monthly dinner meeting at MacDoel’s 
Restaurant November 10. There will be a discussion of sub- 
jects docketed for consideration at the annual meeting of the 
ae Industrial Traffic League at Chicago November 13 
and 14. 

The Santa Fe Railway has announced the appointments 
of Frank G. Cole as general freight agent, Los Angeles, succeed 
ing Frank A. Bell, who died, and Edward J. Piatt as division 
freight agent, San Francisco. 

W. E. Snodgrass has been appointed general manager for 
the Merchants Parcel Delivery Company, Terre Haute, Iné. 

R. C. Kerr, assistant freight traffic manager, Chicago and 
North Western, Chicago, spoke on “National Defense Plants 
of the Middle West” at a dinner meeting of the North West- 
ern _ Traffic Club at Eitel’s Cafeteria, Chicago, Novem- 
ber 7. 

Virgil J. Angell has been appointed general agent for the 
Mississippi Valley Barge Line at New Orleans, succeeding J. W. 
Quackenboss, resigned. Henry F. Guidroz, Jr., has bee? 
named commercial agent at New Orleans. 

E. J. Piatt has been appointed division freight agent for 
the Atchison, Topeka and Santa Fe at San Francisco. 

D. V. Saxon has been named commercial agent at New 
York for the Nashville, Chattanooga and St. Louis Railway. 
Carter C. Quint has been named freight traffic agent @ 
Augusta, Ga. 

H. L. McCaughey, general agent passenger department, 
Grand Trunk-Canadian National Railways, Detroit. Mich., 
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has been elected president of the American Association of 
Passenger Agents. 

Guy Gundaker, Jr., has been named manager, and Frank 
R. Stanford has been named operations manager, for the B. F. 
Goodrich Company, Akron, O. 

Milton Shreck has been elected a vice-president of the 
Canton Railroad, Baltimore, Md. D. A. Lindley has been ap- 
pointed assistant to the president. 

The Christian Transportation Fellowship will hold a meet- 
ing November 13 at the Union Station cafeteria, Chicago. It 
will hola evangelistic services at the Salem Evangelical Free 
Church, Chicago, November 26, and at the Universal Church 
of God, Robbins, Ill., November 30. 


COLLECTION OF $5 AUTO TAX 


The Comptroller General of the United States has ruled 
that the Secretary of the Treasury may purchase from private 
sources lists of registrants of motor vehicles in connection with 
collection of the annual $5 user tax on motor vehicles. The 
Secretary said it would cost the department approximately 
$900,000 to obtain the addresses, address cards and mail them 
and that this work would be done jointly for approximately 
$364,000 by R. L. Polk & Company and the Reuben H. Don- 
nelly Corporation. Requirements as to advertising for bids 
must be complied with, said the comptroller. 





M. V. AND ROCK ISLAND COLLISION 


A side collision between a freight train of the Midland 
Valley and a freight train of the Rock Island at Midland, 
Tower, Kan., Aug. 16, which resulted in the injury of four 
employes, according to an investigation report by the Com- 
mission, written by Commissioner Patterson, No. 2518, was 
caused by failure to stop the Rock Island train in accordance 
with interlocking signal indications on account of insufficient 
stopping distance for the maximum authorized speed between 
approach signal and home signal on the Rock Island at an 
automatic interlocking. The Commission recommended that 
the Rock Island immediately take necessary measures to bring 
the interlocking involved in the accident into conformity with 
the requirements prescribed by its orders. 





JOHNSTON TALKS TO RAILROAD POLICE 


C. E. Johnston, chairman, Western Association of Railway 
Executives, speaking at a meeting of the Chicago Railway Spe- 
cial Agents and Police Association, at the Sherman Hotel the 
evening of November 5, said the qualifications of the ideal rail- 
road special agent included courage, honesty, reliability, loyalty, 
integrity, perseverance, intelligence, friendliness, courtesy, tact- 
fulness and cooperation. Generally, his duties were those of a 
peace officer and a protector of the property of the company, 
its patrons and its employes, he said. 

The efficiency of railroad police forces in protecting patrons’ 
property, he said, was shown by a reduction in claims paid for 
freight robberies from an average of 29 cents a carload in 1920 
to less than a cent a carload in the first six months of 1941. 

He spoke about changes in governmental policy in this coun- 
try “from those of private enterprise and individual initiative 
to those of federal paternalism.” The blame for this and the 
cure, he said, belonged on all the people. Railroad special 
agents, he continued, were in a position to render public serv- 
ice, not only by being good police officers, but by accepting and 
carrying out the responsibilities of citizenship. 


CHANGES IN DOCKET 

Argument Finance 11002, November 6-7, Washington, D. C., 
celed and reassigned December 16-17, Washington, D. C. 

Hearing MC 102402, November 8, Montpelier, Vt., canceled. 

Hearing MC 2226 Sub. 20, November 7, Dallas, Tex., postponed to 
date to be fixed. 

Hearing MC 52764, November 6, Washington, D. C., canceled. 

Hearing MC 76232 Sub. 3, November 5, Charlotte, N. C., postponed 

5, Hotel Sir Walter, Raleigh, N. C., before Jt. Bd. 103. 


can- 


to December 5, 

Hearing fourth section ap. 19342, November 7, Washington, D. C., 
canceled. 

Hearing, MC 42145 and Subs. 1, 2, 3, 4, 9, 12 and 13—Bond Motor 
Lines, Jackson, Miss.—set for November 6, Jackson, Miss. 

Hearing, MC 78261 Sub. 6—Midwest Transfer Co., Maywood, Ill.— 
set for November 5, Chicago. 

Hearing W-770, November 6, Brooklyn, N. Y., canceled and reas- 
signed November 14, Hotel St. George, Brooklyn, N. Y., Examiner 
Russell. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date, 
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NOTE—Items in the docket marxed with an asterisk (*) have beey 
added since the last issue of THz TRaFFic WoRLD. New assignments 
now on the Commission’s docket of dates later than herein show, 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


November 10—Ashland, Ky.—Federal Bldg.—Examiner Proudley ang 
Jt. Bd. 62: 
MC 86906 Sub. 2—E, R. Chafin, Ashland, Ky., permit to extend opera. 
tions. 


November 10—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 
1. & S. M-1715—Cotton piece goods, New Orleans to St. Louis, 
November 10—Brooklyn, N. Y.—St. George Hotel—Commissioner Pat. 

terson and Examiner Mattingly: 
28496 et al.—Proportional rates of common carriers and minimum 
charges of contract carriers. 


November 10—Brooklyn, N. Y.—Hotel St. George—Examiner Russell: 
28692—Soap, Jersey City to Norfolk. 

November 10—Chicago, II!.—Hotel Sherman—Examiner Clifford: 
MC F-1656—R. R. Riss, control, Monark Motor Freight System, Ine. 


November 10—Cincinnati, O.—Federal Bldg.—Jt. Bd. 117: 
MC 100448, Sub. 2—Buckeye Motor Service, Troy, O., permit to ex. 
tend operations. 


November 10—Concord, N. H.—Public Service Comm.—Jt. Bd. 189: 
MC 85008 Sub. 2—City Oil Transportation, Plaistow, N. H. 
November 10—Deallas, Tex.—Baker Hotel—Jt. Bd. 77: 
MC 41432, Sub. 17—East Texas Motor Freight Lines, Dallas, Tex., 
certificate to extend operations. 
MC 2468 Sub. 2—Roy Wilson Transfer & Warehouse, Longview, Tex. 


November 10—Los Angeles, Calif.—Federal Bldg.—Jt. Bd. 304: 
MC 37375 Sub. 6—Belyea Truck Co.. Los Angeles, Calif., certificate 
to extend operations. 


November 10—Lubbock, Tex.—Lubbock Hotel—Examiner Higgins: 
MC F-1620—Dalby Motor Freight Lines, Inc., purchase, W. A. Johp- 
son. 


November 10—Montpelier, Vt.—U. S. Court—Examiner Cave: 
MC 65297—Wilfred Dewey Lovie, Barre, Vt. 


November 10—Philadelphia, Pa.—Hotel Adelphia—Examiner Schubert: 
MC 63418—Good Moving & Storage Co., Philadelphia, Pa. 


November 10—Salt Lake City, Utah—State Comm.—Examiner Olentine: 
1. & S. M-1836—Carter Truck Line—Saltair, Utah, to Montana points. 


November 10—San Francisco, Calif.—Hotel Empire—Jt. Bd. 75: 
MC 77451 Sub. 1—Rodney Miller’s Trucking Service, Sebastopol, 
Calif., certificate to extend operations. 
November 10—Scranton, Pa.—Federal Bldg.—Jt. Bd. 65: 
MC 23929 Sub. 1—Altcn Trucking Co., Inc., West Hazleton, Pa. 
certificate to extend operations. 


November 10—Sheffield, Ala.—U. S. Court—Examiner Weems: 
W-114—Tennessee Valley Sand & Gravel Co., authority section 309. 
W-699—L. E. Willson, authority section 309. 

W-604—Arrow Transportation Co., Authority Sec. 309. 


November 10—Washington, D. C.—Assistant Director Boles: 
Finance 5822 Sub. 9—In Re Coverdale directorate application of 
William H. Coverdale. 
November 12—Ashland, Ky.—Fed Bldg.—Jt. Bd. 37: 
MC 11922 Sub. 5—Blue Ribbon Lines, Ashland, Ky., 
extend operations. 
November 12—Brooklyn, N. Y.—Hotel St. George—Examiner Haden: 
Ex Parte 127—Status of public stockyards companies. 
November 12—Brooklyn, N. Y.—Hotel St. George—Examiner Russell: 
W-108—Mallory Transport Lines, Inc., form B. W. C. 1, application 
for exemption section 303(e), form B.W.C. 4, application for 
exemption section 302(e), application for relief section 304(d). 


November 12—Brooklyn, N. Y.—Hotel St. George—Examiner Burns: 
MC 4199 Sub. 3—Vincent Goldere’s Sons, Inc., Morristown, N. J., Pe 
mit to extend operations. 
MC 86188 Sub. 9—Northland Petroleum Transport Co., Lancaster, Pa., 
permit to extend operations. 


certificate to 


November 12—Chicago, !!!.—Hotel Sherman—Examiner Clifford: 
* MC F-1648—Consolidated Forwarding Co., Inc., purchase, Lett & C0. 
of Ind., Inc 


* MC F-1691—K. G. Foster, purchase, Lett & Co. of Ind., Inc. 


November 12—Dallas, Tex.—Baker Hotel—Jt. Bd. 152: 
MC 50544, Sub. 12—Texas and Pacific Motor Transport Co., Dallas. 
Tex., certificate to extend operations. 


November 12—Houston. Tex.—Ben Milam Hotel—Examiner Higgins: 

* MC F-1584—Wald Transfer & Storage Co. of Galveston, Tex., Pum 
chase, Wald Transfer & Storage Co. 

* MC F-1652—J. V. Braswell, purchase, Wald Transfer & Storage Co 
Inc. 


November 12—Louisville, Ky.—Brown Hotel—Examiner Fuller: 
28629—Commonwealth of Ky. et al. vs. I. C. et al. 
28689—TIllinois Coal Traffic Bureau vs. A. & W. et al. 
November 12—Memphis, Tenn.—Peabody Hotel—Examiner Weems: 
W-818—Choctaw Transportation Co., form BWC-2, contract carrie! 
application. 
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View showing rapid handling of import 


Argentine grain at the public facilities. 


The flexibility of the terminals permitted 


an economical handling of this unusual import. 


J. Russell Wait, Director of the Port 


Houston, Texas 








Regular and Dependable 
Service to 


HAVANA * PANAMA ° JAMAICA 
COSTA RICA * HONDURAS 
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“FASTEST 


ALL THE WAY! 


If S-P-E-E-D is what you’re looking for, then 
mister, here it is—for defense or consumer ship- 
ments, for plant equipment or ’most anything 
else you have to send or order. Air Express car- 
ries practically anything that fits in a plane and 
wings it three miles a minute through skyways 
—then speeds it on the ground with special 
handling all the way! 

Direct service to more than 370 key cities. 
Fast air-rail connections to 23,000 off-airline 
points. Economical rates include special pick-up 
and special delivery at no extra charge within 
regular Railway Express vehicle limits in all 
cities and principal towns. 

Regular International Air Express service to 
and from Canada, Latin America, Alaska, 
Hawaii, Australasia, Bermuda, the Philippines 
and Far East. Phone Railway Express, Air 
Express Division. 


“FASTEST WAY’ MEANS AIR EXPRESS 


EXPRESS 


- COLOMBIA > GUATEMALA | IR. 
ong BRITISH HONDURAS | 


er Weems: 


ontract carriel 


UNITED FRUIT COMPANY 


Pier 3, North River, New York 
321 St. Charles St., New Orleans 


ee | 
Division of RAILWAY EXPRESS 
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November 12—Milwaukee, Wis.—Hotel Schroeder—Examiner Kephart 
and Jt. Bd. 96: 
MC 10240—Manhardt Storage Co., Milwaukee, certificate or permit. 
MC 24918—Manhardt Storage Co., Milwaukee, license. 


November 12—Montpelier, Vt.—U. S. Court—Examiner Cave: 
MC 30222—S. B. Manning, White River Junction, Vt., certificate or 
permit. 
MC 30175—Gay’s Express, Inc., Bellows Falls, Vt., certificate or per- 
mit. 
November 12—Philadelphia, Pa.—Hotel Adelphia—Jt. Bd. 119: 
MC 1900 Sub. 1—Trans-Jersey Bus Co., Seaside Heights, N. J., certifi- 
cate to extend operations. 
November 12—San Francisco, Calif.—Hotel Empire—Examiner Linn: 
MC 17566 Sub. 1 EX—T. F. Burns, Yuba City, Calif., certificate of 
exemption. 


November 12—Scranton, Pa.—Federal Building—Jt. Bd. 228: 
MC 38748 Sub. 5—Voyton Brothers, Kingston, Pa., certificate to ex- 
tend operations. 


November 12—Raleigh, N. C.—Sir Walter Hotel—Examiner McCaslin: 
MC 86687 and subs. 1 to 10 and 15, 18, 19—S. A. L. Ry. motor opera- 
tion and extensions. 


November 12—Shreveport, La.—Washington-Youree Hotel—Jt. Bd. 164: 
MC 1414 Sub. 1—Herrin Transfer and Warehouse Co., Inc., Shreve- 
port, La., certificate to extend operations. 
MC 70668 Sub. 1—Louisiana Cartage Co., Inc., Shreveport, La., certifi- 
cate to extend operations. 
November 12—Springfield, IIl.—Fed. Bldg.—Jt. Bd. 21: 
MC 102571—J. T. Stipp, Paris, Ill., certificate. 
MC 102604—C. L. Osborn, Hutsonville, Ill., certificate. 
November 12—Washington, D. C.—Argument: 
28440—State Commission of Idaho et al. vs. Alton et al. 
28441—Commission of Idaho et al. vs. A. & R. et al. 
28590—Cottonseed allowances of Columbus & Greenville. 


November 12—Washington, D. C.—Examiner Kelley: 
Valuation Docket 1267—Valuation pipe line Champlin Refining Co. 
November 13—Brooklyn, N. Y.—Hotel St. George—Examiner Burns: 
MC 102231—J & K Delivery Service, New York, N. Y., certificate. 
MC 102242—John Kimker Trucking Co., Inc., Ridgefield, N. J., per- 
mit. 


November 13—Brooklyn, N. Y.—Hotel St. George—Examiner Russell: 
W-488—Daniel C. Robinson, Inc., Form BWC 2A, contract carrier 
application. 
W-698—Coast & Inland Navigation Corporation, Form BWC 2A, con- 
tract carrier application. 


November 13—Columbus, O.—Public Utilities Comm.—Exam. Clifford: 

* MC F-1620—Lecrone-Benedict Ways, Inc., purchase, Lecrone Motor 
Transport Line, Inc. 

* MC F-1630—Lecrone-Benedict Ways, Inc., purchase, Benedict Lines, 
Inc. 

* MC F-1631—C. A. Ramsey, control, D. B. and T. Transportation Co., 
Inc. 

* MC F-1659—Lecrone-Benedict Ways, 
Transportation Co., Inc. 


November 13—Milwaukee, Wis.—Hotel Schroeder—Jt. Bd. 13: 
MC 10239—Manhardt Storage Co., Milwaukee, certificate or permit. 
MC 100501—J. P. Milk Haulers, Genesee Depot, Wis., permit. 


November 13—Milwaukee, Wis.—Hotel Schroeder—Jt. Bd. 96: 
MC 28773 and MC 10240 Sub. 1—Manhardt Storage Co., Milwaukee, 
certificate or permit. 


November 13—Philadelphia, Pa.—Hotel Adelphia—Jt. Bd. 42: 
MC 62525 Sub. 4—F. T. Geroulo, Allentown, Pa., permit to extend 
operations. 


November 13—Philadelphia, Pa.—Hotel Adelphia—Jt. Bd. 67: 
MC 54744 Sub. 2—Clarke Motor Express. 


November 13—Scranton, Pa.—Federal Building—Jt. Bd. 74: 
MC 102525—H. M. Hughes. Tioga, Pa., certificate. 


November 13—Shreveport, La.—Washington-Youree Hotel—Jt. Bds. 164 
and 28: 
MC 1968 Subs. 8, 10 and 11—D. C. Hall Motor Transportation, Ft. 
Worth, Tex., certificate to extend operations. 


November 13—Springfield, I11.—Fed. Bldg.—Jt. Bd. 21: 
MC 96419—A. A. Jeffers, Hutsonville, Ill., certificate. 
MC 102585—A. Poole, Redmon, IIl., certificate. 


November 13—Texarkana, Tex.—Federal Bldg.—Examiner Higgins: 

* MC F-1678—Southwestern Greyhound Lines, Inc., merger, Arkansas 
Motor Coaches, Ltd., Inc.; Greyhound Corp., control, Arkansas 
Motor Coaches, Ltd., Inc. 

* MC F-1679—Southwestern Greyhound Lines, Inc., issuance of stock. 

* MC F-1680—Greyhound Corp., issuance of stock. 


November 13—Washington, D. C.—Examiner Berry: 
1. & S. 5050—Roasted calcite, W. Va. and Ohio to official territory. 
28666—Ohio Calcium Co., Inc., vs. B. & O. et al. 
November 13—Washington, D. C.—Argument: 
28373 and Sub. 1—Atlantic Commission Co., Inc., vs. A. G. S. et al. 
28597—Chas. H. Lilly Co. vs. G. N. et al. 
1. & S. M-1493—Cut rayon fibre, Nitro, W. Va., to N. C. and S. C. 
Finance 13203—Gulf & Inter-State of Tex. et al., abandonment. 
November 13—Washington, D. C.—Examiner Konigsberg: 
W-154—Great Lakes Transit Corp., common and contract carrier ap- 
plication; Form B. W. C. 2. 
November 13—Washington, D. C.—Examiner Schweickhardt: 
* Ex Parte MC 20—Trunk line territory motor carrier rates. 
November 14—Brooklyn, N. Y.—Hotel St. George—Examiner Burns: 
MC 90794 Sub. 1—Feldman Delivery Service, New York, N. Y., cer- 
tificate to extend operations. 
MC 102059—Fairfield transportation Co., Port Chester, N. Y., cer- 
tificate. 


Inc., purchase, D. B. and T. 
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November 14—Brooklyn, N. Y.—Hotel St. George—Examiner Russel]. 
* W-770—W. E, Hedger Transportation Corp., Form BWC 2A, common 
and contract carrier application. 


November 14—Chattanooga, Tenn.—U. S. Court—Examiner Bradfor 
and Jt. Bd. 8: 
MC C-57—Dixie Mercerizing Co. vs. E T & W N C Motor Transpo,. 
tation Co. et al. 


November 14—Jackson, Miss.—New Heidleberg Hotel—Examiner Hig. 
gins: 
* MC F-1671—L. Bond, purchase, Green Truck Lines, Inc. 


November 14—Milwaukee, Wis.—Hotel Schroeder—Jt. Bd. 13: 
MC 102715—Milwaukee Truck Service, Inc., Milwaukee, Wis., permit. 


November 14—Minneapolis, Minn.—Hotel Nicollet—Examiner Peterson: 
MC 103123 EX—H. Buesing, St. Clair, Minn., certificate of exemption. 


November 14—New Orleans, La.—Jung Hotel—Examiner Weems: 
* |, & S. M-1723—Cotton factory products, Ala. and Ga. to Tex. points, 
truck-water-truck. 


November 14—Philadelphia, Pa.—Benjamin Franklin Hotel—Comn);. 
sioner Patterson and Examiner Mattingly: 
28496 et al.—Proportional rates of common carriers and minimum 
charges of contract carriers. 


November 14—Philadeiphia, Pa.—Hotel Adelphia—Jt. Bd. 67: 
MC 61883—A. R. Hoelzel, Wind Gap, Pa. 


November 14—Phoenix, Ariz.—State Comm.—Jt. Bd. 47: 
MC 69512—Wm. Beekley Refrigerator Truck Service, Los Angeles, 
Calif. 


November 14—Scranton, Pa.—Federal Building—Jt. Bd. 67: 
MC 48783 Sub. 1—Garrett & Kovach, Scranton, Pa., certificate to ex. 
tend operations. 


November 14—Shreveport, La.—Washington-Youree Hotel—Jt. Bd, 2: 
MC 44609 Sub. 8—Mo. Pac. R. R. Co., St. Louls, Mo., certificate to 
extend operations. 


November 14—Springfield, !!1.—Hotel Abraham Lincoln—Jt. Bd, 21: 
MC 102824—A. R. St. John, Toledo, Ill., certificate. 
MC 102825—R. E. Stratton, Lerna, IIl., certificate. 


November 14—Washington, D. C.—Argument: 
1. & S. 4846—Petroleum, Portland to Wash. and Ore. 
28609—Asbury Transportation Co. vs. Union Pacific et al. 


November 14—Washington, D. C.—Examiner Carpenter: 
* Finance 11681—N. Y. S. & W. reorganization. 


November 14—Washington, D. C.—Examiner Lyle: 

* Finance 13515—Application of Harriman and Northeastern for cer- 
tificate permitting abandonment of line between Harriman and 
DeArmond, authorizing the acquisition and operation of 1,330 feet 
of connecting track, and for authority jointly to use the line of 
Southern between DeArmond and Harriman; all in Roane County, 
Tenn. 


November 15—Brooklyn, N. Y.—Hotel St. George—Examiner Burns: 
MC 101660—William F. Cunningham, Inc., New York, N. Y., certif- 
cate. 


November 15—Harrisburg, Pa.—Public Utility Comm.—Exam. Clifford: 
* MC F-4—Pennsylvania Truck Lines, Inc., control, Alko Express 
Lines. 


November 15—Milwaukee, Wis.—Hotel Schroeder—Examiner Kephart: 
MC 29993—Barry Transfer and Storage Co., Inc., Milwaukee, Wis. 
certificate or permit. 


November 15—Philadelphia, Pa.—Hotel Adelphia—Jt. Bd. 67: 
MC 101553—Kenneth Livengood, Kresgeville, Pa. 
November 15—Scranton, Pa.—Federal Bldg.—Jt. Bd. 42: 
MC 102633—L. Riccardo, Angels, Pa., certificate. 
November 15—Springfield, !11.—Hotel Abraham Lincoln—Jt. Bd. 21: 
MC 441 Sub. 1—Hinton Motor Service, Inc., Quincy, Ill., permit to 
extend operations. 


November 15—Washington, D. C.—Argument: 
Fourth section ap. 18797—Petroleum products to Memphis, Tenn. 
1. & S. 4830—Ground barite ore, Ark. to La and Tex. points. 
28593—Magnet Cove Barium Corp. vs. Alton et al. 


November 17—Atlanta, Ga.—Atlanta Biltmore Hotel—Examiner Fuller: 
28730—Cotton clothing, Tenn. and Miss. to St. Louis, Mo. 


November 17—Atlanta, Ga.—Henry Grady Hotel—Examiner Higgins: 
* MC F-1666—A. B. C. Truck Lines, Inc., purchase, D. D. Maner. 


November 17—Baltimore, Md.—Public Service Comm.—Exam. Hobbs: 

MC 1034 Sub. 5—Tidewater Express Lines, Inc., Baltimore, certificate 
to extend operations. 

MC 6966—Micciche Transfer, Millersville, Md., certificate or perm. 


November 17—Brooklyn, N. Y.—Hotel St. George—Examiner Burns: 
MC 101942—Staiano & Sons, Jamaica, N. Y., certificate. 
MC 101920—Progress Trucking Co., Long Island City, N. Y., permlt 


November 17—Brooklyn, N. Y.—St. George Hotel—Jt. Bd. 119: 
MC 13492 Sub. 5—North Boulevard Transportation Co., North Berge 
N. J., common carrier extension—marginal street. 
November 17—Brooklyn, N. Y.—St. George Hotel—Examiner Clifford: 
* MC F-1607—Mohawk Lines, Inc., control, Crescent Express Lines, 
Inc. 
November 17—Dallas, Tex.—Baker Hotel—Jt. Bd. 16: 
MC 2309, Sub. 4—Gillette Motor Transport, Inc., Dallas, Tex., 
tificate to extend operations. 
November 17—Denver, Colo.—Shirley-Savoy Hotel—Jt. Bd. 126: 
* MC 19114 Sub. 7—M. K. & C. Truck Lines, Kansas City, Mo., certifi: 
cate to extend operations. 
November 17—Brooklyn, N. Y.—St. George Hotel—Examiner Clifford: 
* MC F-1674—Andrew B. Crichton et al., purchase, C. & H. Motor E 
press, Inc. 
November 17—Cincinnati, O.—Federal Bldg.—Jt. Bd. 117: to 
* MC 67916 Sub. 1—New York Central, Cincinnati, O., certificate 
extend operations. 
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November 8, 1941 


SOUTHERN STEAMSHIP COMPANY 


HOUSTON'S PIONEER LINE 











BETWEEN PHILADELPHIA, PA., and HOUSTON, TEXAS 


Sailings every Wednesday in both directions; subject to change 
without notice 


From PHILADELPHIA From HOUSTON, TEX. 
Pier 46, South Wharves Municipal Wharves 








Freight Received between Seaboard-Texas and Southwestern points; 
subject to prior reservation 


AND BE ASSURED OF 


Cancful Handling 
Quick Dispatch 


GALVESTON WHARVES 


Ww Est. 1854 





Geo. Sealy, Chairman F. W. Parker, General Manager 


your shipments for 
and the Southwest 





Dependable Co-ordinated 


Service Maintained From xk k& k * 


* x EASTERN CENTRAL AND MIDWESTERN 
TERRITORIES ALSO SERVICE FROM 
PHILADELPHIA AND SEABOARD TERRI- 
TORY VIA SOUTHERN STEAMSHIP 
COMPANY 


Receiving stations located in principal cities 


LONE STAR PACKAGE CAR CO., INC. 


“FAST COURTEOUS PERSONAL SERVICE” 
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STARRETT-LEHIGH 
BUILDING 


OUTSTANDING as its dominance over New York’s West 


Side midtown skyline, the STARRETT-LEHIGH BUILDING 
offers the manufacturer and distributor superior advantages: 


jure ——_ 





e Lehigh Valley R. R. freight terminal on street level; 
elevators direct to rail yard platform 


e Truck elevators to all floors, affording street floor 


facilities throughout 


eFloor areas, 52,000 to 124,000 sq. feet. Smaller 


units may be leased 


e High safety standards—Jow insurance rates 
e Live steam for manufacturing purposes 
e Fast passenger elevators; restaurant; barber shop. 


INVESTIGATE... 


- learn what satisfied, 


nationally-known occupants are doing at the 


Starrett-Lehigh Building 


West 26th — West 27th Streets—llth to 18th Avenues 


D. R. CROTSLEY, Manager, 601 West 26th Street 


This rate book— 


27 years old— 


has been improved 


again— 


_ ee in 
this case means changes which make 
the finding of rates still easier and 
quicker. 


First of all, the new page size is 
84"x11" which is in accordance 
with the I. C. C. standards. Also to 
save all the time possible, the book 
is arranged and indexed alpha- 
betically, both states and towns. 
You have in this book rates to inland 
towns and prepaid stations of 100 
population and over, and to all 
agency stations—that is important 
to you. 


What is still more important is that 
you get corrections every thirty 
days, more often than that when 
necessary. One of our rock-bound 
policies is that subscribers must have 
rate changes on or before effective 


Tel.: CHickering 4-5520 








53° A WEEK 


dates and that service they have had 
for twenty-seven years. 


Every tariff and supplement coming 
in is checked three times for changes 
and corrections, so we may be sure 
that you will get the information 
you want, and accurately. Accuracy 
is the second inflexible policy of 
our service and twenty-seven years 
of successful publishing are the best 
evidence of the value of our service. 


The book is worth trying. Send for 
it and use it for ten days and if it 
isn’t worth more than the price of 
the subscription, 53c per week (plus 
4c per week for postage and ex- 
press), just return it without any 
obligation. 


NATIONAL FREIGHT RATE SERVICE 


Dowagiac, Michigan 


MOTOR LINES—Use the book for checking inter-line bill- 
ing, it saves hours otherwise spent looking through tariffs. 





YOU’LL GET 

FASTER DELIVERIES 

WHEN YOUR FREIGHT 

RIDES THE “FREIGHTLINERS”’ 


.... See back cover 
for details 











SPEEDY Freight SERVICE 


TO 
COLORADO - UTAH 
CALIFORNIA 


_ 


aa: 
tal ale 
LINES 





From St. Louis 


3rd Morning Delivery 
at Salt Lake City and 
Ogden 


5th Morning Delivery 
at San Francisco-Oak- 
land and Los Angeles 








No Faster Service Via Any Other Route 
Traffic Mon: WANTED 


Hopper, Gondola, Dump, Etc. 


LOCOMOTIVES — All types. 


CAR REPAIR PARTS. 
RELAYING RAILS. 


Request 
eur pepular 
WEAREVES Pencil 
when responding. 


‘ Also your Inquiries for above. | 


IRON & STEEL PRODUCTS, Inc. 


36 years’ experience 13450S. Brainard Ave., Chicago, Illinois 
“ANYTHING containing IRON or STEEL” 


* * © © y 
—in Traffic Training: 
Slow, painfully-gotten experience going from job to job—while 
the years fly by faster than increases come—is not the best 
way to win the goal you want in the Traffic world! A far bet- 
ter one is thorough, scientific, low-cost training in Traffic Man- 











agement—training collaborated in by 175 of America’s fore- 
most transportation authorities, whose success-methods come 
to you in “Problem” form that puts you on the Traffic Man- 
ager’s job during training, and qualifies you for such a job 
afterward. Scores of $3,000-$5,000-$7,500 and even higher- 
salaried traffic executives are today in positions earned through 
LaSalle training. Possibly you can do the same... if you will. 
Get our free 48-page booklet, “‘Opportunities in Traffic Man- 
agement” as the first step toward success for you. No obliga- 
tion — and it may be right in line with your life’s ambitions. 
Write for this book today. 


LaSalle Extension University “ °SREESPONSENCE | 


Dept. 1195-T, CHICAGO, ILL. 





CARS — Tank, Refrigerator, | 





| 





TRAFFIC WORLD 


November 17—Madison, Wis.—Public Service Comm.—Jt. Bd. 111: 
MC 101515—Cardinal Lines, Madison, Wis. 


November 17—Montpelier, Vt.—U. S. Court—Jt. Bd. 231: 
MC 45626 Sub. 6—Vermont Transit Co., Inc., Burlington, Vt., certig. 
cate to extend operations. 


November 17—Nashville, Tenn.—Andrew 
Bradford: 
1. & S. M-1818—White Motor Express to and from Ky. and Tenn. 


November 17—Philadelphia, Pa.—Hotel Adelphia—Examiner Schubert: 
MC 60580—Horlacher Delivery Service, Inc., Philadelphia, Pa, 


November 17—Phoenix, Ariz.—State Comm.—Jt. Bd. 129: 
MC 59069 Sub. 1—Southwestern Freight Lines, Phoenix, Ariz., cer. 
tificate to extend operations. 
MC 65451 Sub. 1—Alabam Freight Lines, Phoenix, Ariz., certificate 
to extend operations. 


November 17—Salt Lake City, Utah—State Comm.—Examiner Olentine: 
MC 102563—Borden Transportation Co., Grand Junction, Colo, 


November 17—San Francisco, Calif.—Hotel Empire—Examiner Linn: 
MC 26382—Southern California Shipping Agency, Oakland, Calif, 


November 17—Scranton, Pa.—Federal Building—Jt. Bd. 42: 
MC 102892—Hymie Gordon Trucking Co., Wilkes-Barre, Pa., certif- 
cate. 
MC 50238 Sub. 1—Fleetville Trucking Co., Fleetville, Pa., permit to 
extend operations, 


November 17—Shreveport, La.—Washington-Youree Hotel—Jt. Bd. 164: 
MC 1124 Subs. 10, 14 and 18—Herrin Transportation Co., Houston, 
Tex., certificate to extend operations. 


November 17—Washington, D. C.—Argument: 
Ex Parte 144—Status of wharfingers. 


November 17—Washington, D, C.—Examiner McGrath: 
28420—Storage practices of railroads at north Atlantic ports. 


November 17—Washington, D. C.—Examiner Brinkley and Nye: 

* Finance 11915—Application of trustees of Erie and Erie, Buffalo, 
Bradford & Pittsburgh; Columbus & Erie; Erie & Wyoming Val- 
ley; Jefferson; Moosic Mountain & Carbondale; New York, Lake 
Erie & Western Coal & Railroad Co.; Tioga; and West Clarion for 
an order approving and authorizing sale to and purchase by Erie 
or its successor in reorganization, of properties of above-named 
companies other than Erie. 

November 18—Atlanta, Ga.—Atlanta Biltmore Hotel—Examiner Fuller: 

1. & S. M-1837—Liquors and wines—Baltimore and Philadelphia to 
Atlanta. 
28732—Alcoholic liquors, east to southern ports. 
November 18—Baltimore, Md.—Public Service Comm.—Examiner Hobbs: 
MC 838—Major Transfer Co., Inc., Baltimore, Md. 
MC 68925—H. C. Umberger, Baltimore, Md. 


Jackson Hotel—Examiner 





i Digest of New Complaints 





28722 Sub. 5, Meggetts Produce Exchange, Meggett, 
f A. C. L. et al. 

; Rates and charges, potatoes, white and Irish, points in South 
Carolina to points in New England, middle Atlantic, middle west- 
ern, and southern states east of the Mississippi River, in violation 
of sections 1, 2. 3. 4 and 6. Asks a cease and desist order and 
reparation. (W. R. Alexander, P. O. Box 1188, Savannah, Ga.) 
. 28738, Pittsburgh Water Heater Corporation, Pittsburgh, Pa. vs. 
CB. fk 2.08 al, 

Rates, manufactured products of heating apparatus, hot water or 
steam, heating boilers, expansion tanks, etc., Carnegie, Pa., to San 
Antonio, Tex., in violation of sections 1 and 6. Asks a cease and 
desist order, reasonable rates or charges, and reparation. (Charles 
O. Swartz and L. V. Brandt, 1811 South Prairie Ave., Chicago, III.) 


-—BUS LINE FOR SALE 


5. 4, = 








Small interstate bus line (250 miles) serving large metropolitan centers. 
Two sections peculiarly well adapted for interurban development. 
Company has good rights and is in active operation. Owners will sell 
entire company or 50% interest to an experienced bus man, coupled 
with contract to manage property. Purchaser must have cash available. 
Reply Box 40 c/o TRAFFIC WORLD. 





Statistical | HENRY J. SAUNDERS 


and Consulting Engineer, Statistical and 
Acceunting Analyst 
Cost Studies ef Secmmuer Costs and Traffic 
Analyses 644 Transportation Bldg. 


WASHINGTON, D. C. 


- 





eet 
POSITION WANTED—Freight representative—employed ; record as 


producer can be verified; 34; good following St. Louis area. Box 41, 
Traffic World. 





























